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Turbine engine for your car? 
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ult's experimental Shooting 





The Shooting Star is just one phase 
of the Renault research program 
that also produced the most 


up-to-date cars on the road today. 


You'll find the 1957 Dauphine— 
powered by Renault’s famous | 
“Ventoux” internal combustion 
rear engine—is a giant step ahead 
of every other low-priced 
family sedan in easy handling, 


fuel economy and all-around 


roadability. See and drive the l 7 


* 
. : . 5- v" 
amazing rear-engine Dauphine at passenger, ¢-door sedan 7] BAF, 05 wvic 
*Whitewall tires, Ferlec automatic 
your nearest Renault dealer’s. clutch, Radio—optional extra. 


RENAULT OF FRANCE 


Direct Factory Branch: 425 Pari Avenue, New York 22, N. Y. 
In Canada: 1427 Mountain St., Montreal 25, P. Q. 


Shooting Star illustration courtesy Longines, 


official timepiece for the Renault record run. 
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JUL -3 B® 659439 


ee Bae lie = 


world’s fastest 1500 cc 
sports car engine... 



















Carrera—first 1500 ce production sports car engine to 
reach 125 mph—is now available in two modifications. * 
For competition, the lightweight 128 hp Gran Turismo Coupe 
and Speedster are equipped with the new Solex double throat 
carburetor and specially developed sports muffler. For street 
and country driving, a 110 hp Carrera powers the 
De Luxe Coupe or Convertible—the classic Porsche 
sports-touring models. The 1500 Carrera engine has been 
? proved by more than 1,000 victories in international 
sports car competition over the past two years. 
Once again, Porsche race-tested engineering pays off in 
brilliant sports car performance for you, 








DEALERS FROM COAST TO COAST~— 
for name of nearest dealer write to U.S.A. Distributor: 





HOFFMANN-PORSCHE CAR CORPORATION 
443 PARK AVENUE +- NEW YORK 22, N.Y. 
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rronn's abd HORSEPOWER BinDS road test 
Studebaker Golden Hawk 18 


This month’s cover is our 
third engine shot and shows 
the fantastic 300-S Maserati 
six, the whole car being 
covered in our centerspread 
complete with cutaway. 
Cover Ektachrome is by 
Ted Mathews. 


features 


Skull Busting For Safety......... ..George G. Snively, MD 22 
Scientific testing of crash helmets 


One Man’s Poison...................... ca Brown Meges 30 
The true cost of doing-it- yourself 


The Mightiest Duesy............... George Moore 38 
Rebuilding America’s only Grand Prix winner 
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But brakes made the difference at Sebring ’ "ST 


FRANK de LANGTON 


departments 


CA S52 Fa) SS] Ss OSD 


ZiFF-DAVIS PUBLISHING Co., 366 Madison 

Ave., New York Big: ‘ B. G. mes. 

President; William Zi Administrative Vice a , 

President; H. J. Morganroth, Vice President; ey ey POR ok a... , 6 
Michael H. &roelich, Vice President; — aida 2 Ser gaaee Bias + ata ae us 
Michaelson, ice President and Circulation : ; 

Director; George Carney, Secretary-Treasurer; y EE EE LON 25 Pee es. 7S: ee ii 
Albert Gruen, Art Director. PS ESR ITNT aa PANS Sa oe pec 


Member 
Audit Bureau of 
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NOTE: Sports Cars Illustrated’s companion mag- 
azine, Auto Mechanics, is suspending publication 
with its May-June issue. Many of the fine features 
it held will appear in this and future issues of 
Sports Cars Ilustrated.—The Editors. 


BRANCH OFFICES: Midwestern Office, 64 E. Lake 
St., Chicago, Ill., John A. Ronan, Jr., manager; 
Western Office, Room 412, 215 W. 7th St., Los 
Angeles 17, Calif., John E. Payne, manager. 





pth — ILLUSTRATED is published monthly by the Ziff-Davis Publishing Company, William 8B. Ziff, Chairman of the Board (1946-1953), at 64 E. Lake St., 
atered as second class tgs at Post Office, Chicago. illinois, under the Act of March 3, 1879 

SUSSCRIPTION "RATES: —= r, U.S. and Possessions and Canada $4.00; Pan American Union aamenenne $4.50; all other foreign countries $5.00. 

a PTION SERVICE: Ail correspondence concerning subscriptions should be addressed to Circulation Dept., 64 E. Lake St., Chica 1, U1. Please allow at 
east four weeks fer cha oo of address. Include your old address as well as new — enclosing if possible an — label from a recent issue of this magazine. 

CONTRIBUTIONS. Contr are advised to retain a copy of their manuseripts and illustrations. Contributions should be mailed te the New York Editorial Office 

and must be accompanied by return postage. Contributions will be handled with reasonable care, but this magazine assumes no responsibility for their safety. Any 

copy accepted is subject te whatever adaptations and revisions are necessary te meet the requirements of this ication. Payment covers author's, contributor's, and 


all 
contestant’s rights in and to the material aceepted and will be made at our current rates upon acceptance. i photoes and drawings will be considered as part of the 
material purchased. 





Copyright © 1957 by Ziff-Davis Publishing Company... All rignts reserved. 
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BORGWARD THE BEAUTIFUL — GERMAN BUILT BORGWARD 
ELEGANT! ALIVE! 


THE CAR FOR You! 


Built in the most modern automobile plant in the world your 1957 Borgward is the best example yet of perfection 
of details traditional with German motor cars. 





Built to last—your 1957 Borgward embodies 
every improvement known to the industry: 


Monobuilt body. Coil spring suspension on all 
four wheels. Windshield that wraps around 


both on'top and at the bottom to eliminate 
distortion. 


Dual wheel cylinders on front brakes for added 
safety. 


And many other features! 


Station Wagon 





This Station wagon is really two cars in one. A station wagon 


sé 
TS" Sunroof or a beautiful passenger car, as needed. 








The heart of your Borgward is this rugged 1500 CC OHV 
engine built entirely at the Borgward Plants in Bremen, 
Germany. This is a perfectly balanced engine for smooth, 
quiet and fast performance. 





This is a Touring Sport with reclining seats. Other models made 
and not shown here are the 2-Door Sedan and the Touring Sport 
Coupe. All Sedans obtainable with or without Sunroof. 








Write for the name of your nearest dealer 


Dealer Inquiries Invited 





East of the Mississippi Imported by: 


West of the Mississippi Imported by: 


FERGUS IMPORTED CARS,ine. | “orte ©. Grating, Ine. 


1717 Broadway Cat 54th Street) 1000 South Hope Street 


New York 19, N. Y. 


Los Angeles 15, California 
Tel. CO 55-6494 


Tel. Richmond 9-4044 
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STAHLWILLE TOOLS 





Whitworth size—Set of 4 Stabil End wrenches, 
drop forged Manganese-Silicon steel, Nickel 
plated. 14 to %eg W RR oo .... $3.20 
Set of 4 Stahlwille Motor End wrenches, fine me- 
chanic’s quality, drop forged Chrome Alloy steel, 
Chromium plated. 14 to %_ W. svesseceseseaspO OO 


Co ne 


Set of two short 15° offset Box wrenches, 35x 
YW and gx%kW, 12 point $2.50 
Sockets, drop forged Chrome Alloy steel, hot 
broached 12 point, 3" sq. dr., Chromium plated 
Set of 5, 14 to 3% Whitworth Ee 
Tappet wrench %4x'!4W $1.58 
Whitworth Combination Wrenches of Forged 
Chrome Alloy Steel, 12 point box end. 
WwW .. $1.12 36 W 


$2.54 
Me W 1.82 Ae W. 3.19 
y4WwW. 1.99 yw W . 3.66 
He W 2.36 %e W 3.82 
£ 








~~ | ‘ 


Stahiwille Flexi box wrenches, 12 point socket 
type ends swivel to any position. Chromium 
plated and polished. Chrome Alloy Steel. 

Me x1 4 Ww $3.90 "6 xe W $4.58 
12 x 14 1mm 3.90 17 x 19 mm 4.58 
METRIC END WRENCHES 
Five Stabil End wrenches in plastic kit, drop 
forged Manganese-Silicon steel, Nickel plated, 
6x7, 8x9, 10x11, 12x14, & 17x19 mm 3.20 


4o-—— (a 








Five Stahlwille MOTORend wrenches, 6x7, 8x9, 
1Oxli, 12x14, & 17x19 mm, chromium plated, 
in a metal clip Fhe $4.95 
Twelve Stahiwille Motor end wrenches, 6x7, 
8x9, 10x11, 12x13, 14x15, 16x17, 18x19, 20x22, 
21x23, 24x26, 25x28, 27x32, chromium plated 
in ao metal clip ies $17.35 





METRIC COMBINATION WRENCHES 

Forged Chrome Alloy steel. Chromium plated. Set 

of 4 Midget Combination, 4, 4.5, 5, 5.5 mm..$4.07 
$1.9 


6mm $1.05 10 mm... $1.49 15 mm 9 
7 mm 1.05 11 mm 1.59 17 mm 2.36 
8 mm 1.12 12 mm 1.82 19 mm 2.71 
9 mm 1.12 13 mm 1.82 21 mm 3.19 
14 mm 1.99 22 mm 3.19 
Midget metric box wrenches, 75° offset, chrome 
plated, 6 x 7 or 8 x 9 mm $1.68 ea. 
Sockets, eight most popular sizes, 9, 10, 11, 12, 
14, 15, 17, & 19 mm, %"' sq. dr. 12 point. $7.31 
11 sockets, all sizes 9 to 19 mm, 34" dr. $9.98 
Set of 5 Deep Sockets, %"’ dr., 12 point, 10, 12, 
14, 17, & 19 mm $7.57 
Sockets, 14"’ sq. dr., drop forged Chrome Alloy 
steel, hot broached 12 point. Chromium plated, 
10 to 13 mm...$ .93 ea. Black finish 20% less. 
14&15 mm 1.01 ea. 26 mm $1.48 
16 mm 1.04 27 & 28 mm 1.70 ea. 
17 to 22 mm 1.19 ec. 30 mm... 1.81 
23 to 25 mm 1.44 ea. 32. mm 1.92 
Inhex sockets, 14" dr., for Allen-type bolts on 
German cors, 5, 6, 8, or 10 mm $1.50 each 
12 mm Inhex socket, Simca drain plugs....$1.87 
14 mm Inhex socket, Mercedes drain plugs $2.09 
DB 8 mm, rocker arm stands on Mercedes, $2.11 
DB 10 mm, Mercedes, Porsche, VW head $2.53 ea. 
Metric Allen wrenches: 4 mm 20c, 5 mm 22c, 
6 mm 28c, 8 mm 40c, 12 mm 95c 
36 mm 3,"" dr. Socket for VW rear hub $3.05 ea. 
Uno wrench, ao 17 mm box wrench with built in 
magnet which fits the upper two engine mount- 
ing bolts, enabling one man to easily remove 
Porsche or VW engine $3.87 
Thin single ended 27 mm wrench for Porsche & 
VW front spindle -uts & steering gear, $1.60 ea. 
VW & Porsche fuel pump wrench 14 mm 
ee ee rae ncoecss POO 
Oil Cooler wrench 10x14 mm #1025...........$3.10 
End wrench with one jaw set at 75° angle, can 
be used to remove Porsche carburetors, 
12 or 14 mm......... ee fF 
Metric feeler gauge, 6 blades about 3” long, 
0.10, 0.15, 0.20, 0.25, 0.30, 0.40 mm................96¢ 
U.S. Air Force 3” cotton webbing Pilot's belts, 
quick release, late test date, near new condition, 
adjust from 32 to 55’, $4.95 ea. 


Minimum order $3.50 please. Prices incl. postage 
Add 4% Sales Tax in California 


DEALER INQUIRIES INVITED 


Louis B. Pierlot e P.O. Box 346 
Inglewood 5, California 


Street address: 1010 South Fir Ave. 
ORchard 7-0923 














very sincerely yours: 


S of April 28, 1957, the Machpi helmet is banned for use in com- 

petition in the New England region of the Sports Car Club of 

America for reasons which will become apparent on inspection of 
the accompanying photos. The immediate cause for the precipitate 
banning, however, was due to the fact that one of these helmets literally 
disintegrated when the wearer, aul Sagan, rolled in his Porsche at a 
regional race at Lime Rock, Connecticut, on the above date. 

This, of course, ties in directly with Dr. George Snively’s shocking 
report on page 22 of this issue. One direct result of Dr. Snively’s tests, we 
are happy to report, is that all but two (as of this writing) of the manu- 
facturers are recalling their products so they can be fitted with the non- 
resilient foam-plastic liners which the tests indicated were so vital. One 
thing we want to make clear right now is that the vast majority of the 
helmet manufacturers are honorable and ethical people who want to 
make a good product. The fact that their helmets were inadequate in 
the past cannot be considered an error of omission or commission on 
their part. The supply of cadavers is limited and, gruesome though the 
thought may be, without such facilities it is impossible to know ac- 
curately what constitutes protection for the human skull. Now, thanks 
to Dr. Snively and his associates these manufacturers are equipped with 
the necessary knowledge to do their job. It is to their credit that they 
are doing so with such alacrity. Further, many of these manufacturers 
will reline helmets now in the hands of the racing fraternity with the 
recommended foam liners. Write to the manufacturer of your particular 
breed of crash hat and ask for further information. There will probably 
be a nominal charge for the service but believe us, it’s worth it. 

+ + * 

Last month our lead article concerned itself with the so-called “Race 
of Two Worlds” scheduled for Monza on June 29. In this we pointed out 
that the course was rough, sort of like driving up and down steps. Ac- 
cording to European standards it is rough. What we didn’t take into 
consideration, however, was that the American drivers (and cars) are 
used to race tracks that are really rugged. Places like Langhorne and 
Dayton, to say nothing of the various fairground circuits, are like shell- 
holed battlefields in comparison. According to Duane Carter, who 
watched Pat O’Connor lap the Monza oval in the Firestone test car at 
nearly 171 mph, the Kurtis and its driver looked far more comfortable 
than the European cars and drivers he watched during last year’s GP 
of Italy. Another point of interest was Carter’s report that both Ferrari 
and Maserati are preparing Indianapolis type cars with solid axles and 
big engines for this event. This, coupled to Duane’s comment that a 
good driver is a good driver no matter what his land of origin and that 
the only difference he could see between our handlers and theirs was the 
equipment used, indicates that Monza is still anybody’s race. 

— john christy 








No less than nine fractures occurred in this skull when the Machpi helmet 
(right) with which it was fitted was subjected to 34 mph blow. For full 
details of these helmet tests, turn to page 22. Helmet above is banned. 




















letters 


model bombs 
I grew tired of just looking at my 15 
inch MG and 17 inch Jaguar, so I de. 
cided to put some sort of power in them. 
In the Jag a Dyna-Jet engine has done 
many things that the real Jaguar owners 
would never dream of. 


Sincerely, 
Peter Hansen 
Cary, Illinois 





panhard plaudits 

In your January, 57 issue you printed 
a letter from a reader who asked if there 
was available in the U.S. a car with four 
passenger space, adequate trunk space, 
and the emphasis placed on quality of 
engineering rather than on chrome trim. 
Your answer was No. I think your answer 
is in error because the Panhard Dyna fits 
these specifications to a “T”. The Pan. 
hard has what it takes to bring home the 
iron in its class (G). and even if your 
right foot is made of lead you can still 
average 25 mpg in town, and the better 
part of 35 mpg’s on the open road. I 
averaged 34 mpg with an untuned engine 
driving from Hayward, California to 
Salem, Oregon —a distance of some 700 
miles. 

Of the two front wheel drive cars pres- 
ently being sold in the U.S. for about 
$2,200, Panhard is by far the superior. 
My wife and I have driven both and 
found the Panhard shows no tendency to 
handle like a truck at low speeds, even 
while cornering. The roller bearing en. 
gine was designed for long life — it takes 
over 5,000 miles to break one in. I have 
about 3,000 on mine and it’s still fairly 
tight. As to the chrome end of the reader’s 
dream car, Panhard has no chrome at 
all—its trim being all aluminum which 
ends the rust problem once and for all. 
Jack Meter of Meter Motors, Hayward, 
California, handles the Panhard in the 
greater bay area, and I’m sure he can 
satisfy the desire for a Panhard at a 
reasonable price. 

Anyone interested in starting a Pan. 
hard Owners Association here in the U.S. 
please drop me a line. 

Yours sincerely, 
Robert L. Sharp 
4535 State Street 
Salem, Oregon 


(Continued on page 10) 








Now! Send no cash! SCI readers ordering on coupon below have 
privilege of charging books with 
Robert Bentley, Inc. 8 Ellery St. Cambridge 38, Mass. 


with every purchase of FREE 
$12.00 or over! 

THE BIG RACE regular price 

BEST ACTION ILLUSTRATIONS be 


The Road & Track reviewer says: ‘Printed in Germany and described 
as ‘the story of motor racing’ this 216-page book written by Ernst 
128 Rosemann includes 88 pages of well-written text . . . much better 

full page illustrations than found in any other account we have read. The 128 pages 
of illustrations by Carlo Demand are alone worth the price of the book—+hey are absolutely sensational. 
Arranged chronologically, and carefully indexed as to subject, these illustrations portray motor racing's 
progress . . . Every prominent or outstanding car is shown im its respective era . . Gives the story 
behind every big race from the first, and covers the careers of some of the most exciting names im racing 
history. The beautiful action illustrations depict some of the biggest moments in the biggest races, described 
in many cases by the actual drivers themselves. Mercedes-Benz ‘52 to ‘55 racing covered fully. 10.8’ x 7.3/7. 
36 The Big Race (on book purchases less than $12.00) 











FREE with every purchase of $6.00 or over a a 
High-Performance Cars ‘56-'57 igh performance 
Regular Price $2.00 


Partial Table of Contents: My Year with Ferrari, by Peter Collins; Covering 
the Mille Miglia The Hard Way; The Performance of 1,500 c.c. Sports Cars in 
1956 Racing; Production Car Racing; Le Mans—The Winning Jaguar; Vanwall 
and B.R.M.; Cars of 1957; Gas Turbine Cars; Road Test Reflections, by John 
Bolster; The Grand Prix Gordini; The B.R.M.; 750 S Ferrari; A. C. Ace Bristol; 
Cooper and Lotus, by Theo Page; The D- “Type . Jaguar; a in the Paddock— 
Silverstone; Jaguar XK-140; Austin-Healey ‘Si Bentley “ Modified Volks- 
wagen; Mercedes-Benz 190 SL; A TR2 Plus; Lancia Rasclia: Denzel; Aston 
Martin DB3S; Austin 105; A Pair of Porsches; ‘‘Alpine’’ and ‘Monte. 

12 High Performance Cars ‘56-'57 (on purchase less than $6.00)....$2.00 


Third FREE Offer! Order $18.00 or more worth of books on coupon below and 
get both The Big Race and High Performance Cars ‘56-'57 FREE! If you 
already have one of these ask for our Surprise Substitute! 


= THE SPORTS CAR: 


ITS DESIGN AND PERFORMANCE 
by Colin Campbell 


Money Back Guarantee! Order on Coupon Below! 

The Technical Correspondence Editor, January issue Road & Track, in answer 
to a request for a good reference book on suspension and chassis design says: 

. . by far the best book is The Sports Car: Its Design and Performance, by 
Colin Campbell . Our fastest selling sports car book. The first thorough and 
systematic treatment of the sports car from a technical point of view, yet in lay- 
man’s language. Partial Table of Contents . . . Chapters: Development of the 
Sports Car; Engine: Cylinder Head Design; Engine: Induction and Exhaust; 
Engine: Miscellaneous Components; Engine: The Trend of Design; Road-Holding: 
Suspension; Chassis & Body; Transmission; Brakes; Tuning; Performance; Future 
Development; Glossary of Technical Terms; Index. 
155 The Sports Car: Its Design and Performance $6.50 
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41 Maintaining The Breed by John Thornley. 163 Automobile Year 1957 (Annual Auto- 
Up-to-date expanded edition of the great saga of MG mobile Review from “eth Better than 
racing cars. 178 pages.......................- sasecnseoee $5.00 ever! The most luxurious picture-and-word re- 
20 Pursuit of Victory by Karl Kling. Autobiog- view of motoring, racing and design. Hard covers 
raphy of a leading German driver. 90 photos..$4.00 914” x 1214”. Supplies limited. Buy this from 
37. Juan Manual Fangio, World Champion. An Bentley and get a free copy of High Perform- 
intimate study of Fangio’s life & character. Lavishly ence Cars 1957 or count toward your FREE 
illustrated ....... mF copy of The Big Race.. $9.95 
77_ Racing Sports Cars. Brand new ; by authors of 

Drivers in Action, packed with thrills..............$2.95 115 Car Driving As An Art by Davis $3.00 


84 Volkswagen Owner’s Handbook. Full de- 100 Tuning and Maintenance of MG's. $4.50 


tails on care & servicing of the beetle in non-techni- te Vintage by Karslake and 
cal language, straight from the VW Mechanics School 38 From Veteran 9 


. Pomeroy. Highly praised Aug. R & T $8.50 
by Seek Elfrink. The first accessory your tty * de- 132, Enodie Meanie Gar by bcCohill $3.95 
18 Three-Pointed Star: The Story of Mer- 138 Design and Tuning of Competition En- 
cedes-Benz by David Scott-Moncrieff with St. John gimes by Philip Smith.............. $7.50 
Nixon and Clesence Paget. Far-and-away the best 76 Automobile Chassis Design ...$7.50 
book on the Mercedes. 52" x 8Y4", 478 pages, 78 15 Caracciola (autobiography) ......$4.00 
SI 9 nth chs nivis saip tal ti tcw Ghach send eweine nation $7.50 13 Targa Florio $4.00 
56 “MOTOR” Yearbook 1957. .-.---$4.50 28 The High Seced internal Combustion En- 
83 Press on Regardless. “One of the most gine by Ricardo. The classic work...... $11.00 
entertainingly funny books about sports car people 161 The Volkswagen Story, Beyond Expecta- 
you've ever read.” Road & Track............... $2.95 tion $4.00 


78 The Racing Car: Development and Design. 175 Stirling Moss’ Book of Motor Sport $3.00 
From 1895 to 1956, After Pomeroy’s Grand Prix 45 Automobile Engineer's 


Cam, Ge es ne ce ...$6.50 Reference Book. 57 British 
40 Blackwell Calculator, Mk 1.............. $4.50 automobile specialists contribute 
42 Blackwell Calculator, Mk 2...... re A half-a-million words in 1664 
43 Blackwell Calculator, ae $12.50 pages, 1010 diagrams, 255 pho- 
46 Blackwell Calculetor, Mk 5...............$9.00 tos in 30 main sections cor- 
47 Stevens Rally Indicator. aici .$7.50 ering every aspect of the design 
17 Sports Car Rallies, Trials and Gymkhanas. and production of motor cars. 
First book on subject. Big 8Y2" x 11” size....$5.00 Buy it from us and get a free 
5 Tuning for Speed and Economy......... $4.00 copy of both The Big Race 
Se eee $3.50 and High Performance Cars 


99 MG Workshop Manval $7.50 WS Sicnictcnchemeteaenncs $20.00 
7 Sports and Classic Cars "$12.50 48 Austin Healey 100 Fac- 
141 Grand Prix Car, Vol. 1 by Pomeroy..$16.50 tory Service Manval. Thru 
142 Grand Prix Car, Vol. 2 by Pomeroy..$20.00 ‘S56. A must for the Austin- 
146 Grand Prix Car, 2 volume set............$32.50 Healey owner..................$8.50 


CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH _, 
o ROBERT BENTLEY, INC., 8 Ellery Street, Cambridge 38, Mass. 


] 1 enclose $.......... in check.... or money order..... Please supply hooks circled at left. Send to: 
| 
| 
| 
| 
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C} > me for books and postage. 

£6 7 00: t6 io 27 48 20 20 26 37 36 40 43. Se steeevaeteeereennnae seseeewes 

a ee a ET GO Oe TG TE 2 OD Oe RO Oi ass oe a cance cectincecc cde ccvncacecscccceccceccccseevees -| 

115 138 141 142 143 151 155 161 163 175 ._. 
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146 EAST 74th STREET, 
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“SPORTS SPECIAL” MODEL 


~~ 
The rally-tested Halda 


de luxe model that has 
scored repeated suc- 
cesses in major rallies 
throughout the world. 
An extremely versatile 
instrument with tradi- 
tional Halda accuracy 
for the most discrimi- 
nating motorist. $125. 


NISO 


a 


~ 
! 

~ . 
a 


Add pleasure to your driving with the new 
Halda “Competition” Model Speedpilot — 
economy-priced twin of the famed “Sports 
Special” Model. 

An absolute must for rallies, this preci- 
sion-built mechanical brain shows your re- 
lationship in minutes to any preset average 
speed at any given moment. By eliminating 
most of the problems of rally navigation, 
this Halda allows you to compete with ex- 
perts in the rally field. 

Treat yourself to the thrill of owning a 
new Halda “Competition” Model Speed- 
pilot — priced within the reach of every 
sports car owner. Ideal as a gift, too. Order 
now for immediate delivery. 


NGER 


NEW YORK 21, 


a ie, 


RH 4-3205 


New Halda Speednpitot, only $86.50 


FEATURES: 


Over 99% accuracy. 
Easily installed by 
owner. 

Available for any car. 
Complete kit contains 
everything you need for 
installation and adjust- 
ment. No additional 
equipment to buy. 

Easy to read. Quiet op- 
eration. 

Specify make and year 
of car when ordering. 


Sones 
( Yurls Cir Srodedli 


HALDA SPEEDPILOT 
EMITRON RADIO 
K*L°G SPARK PLUGS 
SMITH INSTRUMENTS * CABLE 
S.U. CARBURETORS 
FERODO BRAKE LININGS 
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STIRLING 
MOSS 


GREATEST RACING DRIVER 
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CARROLL SHEL 
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tn his oven words THE A GREAT AMERICAN RACING 


Four of = 
the World’s RLP 5004 cae 
Greatest — noel 


we hes orn words 








Racing 





Drivers 





o. 
MARQUIS DE POR 


THE STORY OF RACING’S MOST COLORFUS 


—_ 


Due to the untimely death of the 
RLP 5005 $5.95 Marquis de Portago, reported at 


press time, RLP 5007 has been 
withdrawn. 








Here for the first time you can bring four of the finest drivers into your own home via these LP recordings. 
Listen to them discuss their racing careers, experiences, techniques and opinions. Here Phil Hill (RLP 5005) 
as he tells of the problems of hurling a Ferrari through a 130 mph corner, his eye-witness account of the 
1955 LeMans (accident and race), his early experiences, etc. Sterling Moss (RLP 5004) takes you racing 
with Mercedes Benz, discusses driving techniques, rates the world’s drivers, etc., The Marquise de Portago 
(RLP 5007) perhaps the sports most colorful and controversial figure describes his meteoric rise into the 
ranks of racing elite, his daily life as a Ferrari teammember, his ambitions, emotions and driving philoso- 
phy. Carol Shelby (RLP 5006) top U.S. driver explores the American racing scene, takes you behind the 
scenes in Europe, etc. After you hear these four absorbing recordings you will have a keener insight into 
the qualities which make for championship driving, which inspire these men to approach so closely to death 
time and again. These and dozens of other subjects are discussed at length by Moss, Portago, Hill and 
Shelby. Get your copies today. Just $5.95 for each LP. 





aversion | - 





m1 In the pits at Nassau, eee ) 
PIT STOP pit activity, conversa. aaa SEBRING 
5 tions, emergencies, [x faw=se a 
high emotion. The story 
of a typical race; driv- 
ers meeting, |.eMans : 
start Portago, Moss, Asolid hour of just sounds The 1956 race . . . over an 





x , : a " of racing cars in spectacu- hour of sounds, interviews, 
bt —— S Shelby, Hill etc. Fabu- lar HI-FI. — hourly report of the 
RLP 5003 $5.95 lous sounds as usual. RLP 5002 $5.95 RLP 5001 $5.95 


Please rush the records checked. [] 5001 [) 5002 ([) 5003 [) 5004 [) 5005 


! 
| 
RIVERSIDE RECORDS | 
| [) 5006 [) 5007 at $5.95 each. | enclose $___ _____. Send the records postpaid. 
| 
| 





553 WEST 51 ST. 
Name_ ee ie ae as il 
NEW YORK 19, N. Y. 
; Address 
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ANNOUNCING THE SENSATIONAL 


MotoMeter 3-In-l 


Dash Instruments © 


For the VW 


(1956 and Later) 


@ GAS LEVEL GAUGE 
= OIL TEMP. GAUGE 
= AMMETER 


ALL IN ONE 234” CHROME CASE 


= The world’s most compact, all- 
electric instrument made especially 
for the VW and Karmann-Ghia. Ac- 
curate and reliable operation. Easy 
installation. Fits right into dash- 
board. Complete step-by-step instal- 
lation instructions. 234” chrome case. 
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SEPARATE, FULL-SIZE INSTRUMENTS ALSO AVAILABLE 


Fuel Level Gauge, with Warning Light, 


For 1956 VW and Later $16.95 
Precision Ammeter 4.95 
Oil Temperature Gauge 10.75 
Chromed Under-Dash Mounting Bracket 1.75 





& % 1 99 — sports CARS 
A Musti’ isnt 


FOR TERRIFIC GET-AWAY! FOR ECONOMY! 


ABARTH 








VW* - PORSCHE* 


JAGUAR XK-140* 
DAUPHINE - 4-CV 








For ANY Car! 


AUTOMOTIVE 
INDOOR-OUTDOOR 


AIR 
Thermometer 


@ Now available in America! The world’s only 
Indoor-Outdoor Automotive Thermometer. In- 
dicates inside and outside air temperatures. 
Warning Light automatically signals ice con- 
ditions on the road. A terrific safety device! 
The instrument is illuminated, and can be 
installed in ANY car. 25%” chrome dial. 

TH-311-6V (For 6-Volt Systems) $9.95 

TH-311-12V (For 12-Volt Systems) $9.95 

Chromed Under- Dash Mounting Bracket $1.75 


Write For Booklet 





* 4-Barrel 
Others: 2-Barrel 


190-SL - BORGWARD 





Free-Exhaust 
MUFFLERS 


= Step up your engine power enormously 
with this revolutionary, free-exhaust muffler 
by ABARTH of Italy, makers of the systems 
used on the Grand Prix Ferrari, Mercedes, 
Alfa Romeo, Maserati and other fabulous 
cars. ABARTH-equipped cars attest to the 
absolute dependability, power increase and 
economy of this World Championship system 
in strenuous racing, as well as daily street 
use! ABARTH has no diaphragms, baffles or 
double-circuit flow paths. The dual wall, 
with Fibre-Glass core, transforms exhaust 
noise into a deep, pleasant tone. The ABARTH 
system fully removes exhaust gases and 
permits efficient entry of unexploded mixture, 
prolonging the life of pistons, rings, valves, 
etc. Don’t delay! Drive the ABARTH way. 











FROM MOTOMETER OF GERMANY 


Competition - Type 
Tire Testers 


@ Correct tire pressure is vital for top acceler- 
ation, peak performance and proper cornering 
technique. MoTest gauges are accurate and 
rugged instruments with Calibration Control. 
They can even be used as Master Gauges! 
Capillary-type, as shown, 9-43 Ibs.* $2.95 
Clock-type, 2” dial, 10-50 pounds 1,95 
Clock-type with 16” hose, 10-50 Ibs.T 3.50 
Including Genuine Leather Pouch 
+Including Snap-Cover Box 


* Dealer Inquiries Invited 


FISHER PRODUCTS - 21-25 44th DRIVE - L. I. CITY 1, N. Y. 








(Continued from page 7) 


pro 
I would like to say that I enjoy your 

magazine very much. I think it fills the 
gap between hot-rodding and sports cars 
very nicely, which is something that a 
lot of us car fans have been waiting for. 
In answer to people who talk about “pure 
bred” sports cars —I think they will find 
that some of the best sports cars started 
out as hot rods. For example, MG, Lotus, 
Allard, Ferrari, Nardi, etc., and that most 
sports car owners have either tinkered 
with or out and out souped their cars 
which puts them in the category of hot- 
rodders. Let’s not have any more of this 
bluenose stuff. I think it’s for dreamers 
and rich men. 

Yours truly, 

Jay Downing 

Providence, Rhode Island 


Amen.—Ead., 


con 

The title of your magazine is “SPORTS 
CARS ILLUSTRATED”. Why not keep 
the magazine in the field for which it 
was originally intended? Remember there 
are hundreds of hot rod and_ special 
magazines that are written for the small 
group of men who are primarily inter- 
ested in those cars. The actual produc. 
tion sports cars are getting more and 
more widely known and used and there 
is no magazine that caters to this grow. 
ing reader audience exclusively. I would 
make a guess that for every enthusiast 
who likes to tear down and rebuild a car 
there are at least ten who use their 
cars just for the pleasure of driving a 
car that is wonderful to drive. I am in 
the latter class. 

What I am trying to say is that a little 
of the hop-up in your magazine goes a 
long way. We men who use the produc. 
tion type of car need a magazine for 
US. What do you say? 

Yours sincerely, 
Hollin B. Abrams 
Russellville, Alabama 


Sorry —we have to contradict your ar- 
guments for a “pure” Sports car magazine. 
While SPORTS CARS ILLUSTRATED 
stayed on a steady diet of just produc. 
tion machinery the magazine was close 
to foundering. Since that time and due 
to the introduction of modified cars, 
specials and hop-up techniques SCI has 
grown to become the world’s largest sell. 
ing sports car magazine and, in one year’s 
time under present management and edi- 
torial direction, has gone from a financial 
position deep in the red to a solid black. 
Our circulation has more than doubled 
since the magazine’s purchase by Ziff- 
Davis. 

We can hardly bring ourselves to argue 
with success and the present formula 
seems to be just that. We’re sorry that we 
haven’t satisfied you but it would seem 
that you’ve been outvoted. — Ed. 
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Pit Stop at Sebring 





The new MGA Sports Coupe 


a Class of its own... 


Your first mile behind the wheel of an MGA will show you why these rugged 
little speedsters won the Sebring 12 Hour Grand Prix Team Trophy and placed 
first and second in class. And one quick look tells you the MGA is 
tops in smartness too. The sleek, low lines of both the Sports Roadster and its new “twin”, 
the all-weather Sports Coupe, are a mark of distinction everywhere you go. 
Ask your dealer to tell you about the 12 months’ warranty 


on parts and the surprisingly modest cost of an MGA. 


a 


Represented in the United States by 


re = ewe ko & ce AUTOMOTIVE CORPORATION °* 27 West 57th Street, New York 19, New York 


A product of The British Motor Corporation, Ltd. * Sold and serviced by a nationwide network of distributors and dealers. 
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SPORTS CARS ILLUSTRATED 


FULLY: 57 








V.D.0. INSTRUMENTS 
(ALL ELECTRICAL) 


all units are illuminated and are 
52mm. diameter unless noted. 


TACHOMETER 80mm. 
Volkswagen 00.0.0... $50.00 


FUEL GAUGES 
Volkswagen ............ from $17.00 
nts from 16.75 


OiL TEMPERATURE GAUGES 
Volkswagen ............0....0.. $18.50 
EET: from 16.75 


OIL PRESSURE GAUGES 
Volkswagen ...............:.0. $24.75 
ET TEE 24.15 


GLOVE BOX DOOR CLOCKS 
8 day spring wind, no lite 
Volkswagen .................0.. $18.00 
POISE ic nina 21.50 


HUNDREDS OF OTHER ACCESSORIES 
AVAILABLE FROM: 


CZ ompetition 
ACCESSORIES 
11704G Ventura Bivd. 


Studio City 1, Calif. 
SOLE U. S. DISTRIBUTORS FOR 


ENGLEBERT TIRES 


MOTOR OILS 


CHOICE OF 
CHAMPIONS 






TIRES 
FOR STREET 
OR COMPETITION 
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TECHNOTES 


By KARL LUDVIGSEN 


SURPRISE YOUR FRIENDS 





Enclosed is a picture of an interesting 
car; notice position of rear-view mirror 
and steering wheel. It’s not just another 
hot rod, even though it has turned 66 in 
the quarter with a stock V8.60 Ford in 
the front seat. During good weather it’s 
used as regular transportation to work 
and club meetings as well as on rallies. 

Dick Costello 
Van Nuys, Calif. 


FEED AND SPEED OF HEALEY 

It seems that nobody wants to put down 
on paper much information about what 
fuel a man should put into his gas tank, 
but at least let me ask you this: Should 
the Austin-Healey 100 with its 7.5/1 com- 
pression ratio be operated on regular, 
premium or the new high octane gaso- 
lines? One reputable sports car garage that 
does considerable racing told me to use 
the next best thing above kerosene, their 
theory being that the British engines are 
not capable of withstanding the more pow- 
erful combustion of American gasolines. 
What do you say? 

I’m now installing Michelin X tires on 
my Healey. Since they don’t manufacture 
a 5.90 x 15 tire they recommend that I 
use their 165 x 15. They previously rec. 
ommended the 155 x 15 but found that 
this made the car too low. If I do use 
the 165 x 15 can you tell me how much 
this will throw off my speedometer? Also, 
what would you suggest as a pressure for 
this tire for normal driving with an oc. 
casional long trip thrown in? 

Henry F. Crocker, Jr. 
Chester, Vermont 

Your Healey should run perfectly well 
on all current Regular pump gasolines — 
not because it can’t take the strain of 
higher.octane fuels (which, as stuted, is 
ridiculous), but because better fuels are 
simply not necessary with that compres. 
sion ratio. It may develop more expensive 
tastes if carbon deposits form, however. 
The cleanest-burning east coast gas you 
can use is Amoco Premium, which has the 
least lead of any pump fuel. This mini. 
mizes combustion chamber deposits and 
plug fouling. For a more complete discus. 
sion see SCI, April, 1957. 

From data supplied by Michelin, it 
seems that your speedometer will read 
about 1.7 per cent faster than it now does 
if you make that change. This is because 
the new size is slightly smaller in section 


than the old. Hardly enough to worry 
about. Tire pressures with the X type 
should be very low by sports car standards. 
I think you'll find 22.24 pounds to be com. 
pletely adequate and quiet in corners. 


MG MILL REMOVAL 

I'm going to pull the engine on my 
1953 MG TD, using a 34 ton hoist. I'd 
like to know where and how to discon- 
nect the drive shaft. Should I remove the 
radiator? Are there any other difficulties | 
might run into? 

Robb Moses 
Cuba, N.Y. 

Yes, you should remove the radiator first, 
and all small fuel and electrical connec- 
tions. Then unbolt the exhaust pipe from 
the exhaust manifold. 

Remove the clutch operating mechanism 
from the side of the sump. Remove the 
starter and carburetors. Then take out the 
seats, carpets, floorboards and toeboard. 
Youll now be able to take off the top 
cover plate of the transmission, being care- 
ful not to withdraw any of the selector 
shafts past the first stop. Cover the box 
to keep dirt out. 

Now disconnect the forward 
flange, marking the adjoining faces so 
youll know how to hook them up again. 
Disconnect and lift the steering column. 
It should now be possible to put a sling 
around the engine and lift it forward 
and up. 


U-joint 


DEAD JAGS AND LIVE AXLES 

I liked your write-up on the XKI40MC 
(March, 1957 SCI). However the chart 
States that acceleration to 80 mph takes 
18.8 seconds, while the quarter mile was 
covered in 16.9 seconds at a speed of 86 
mph. Why the discrepancy? Also, just what 
is a “live” rear axle? 

Tim Tredwell 
Hamilton, N.Y. 

We really slipped a cog on the chart for 
the XKI40MC. The graph of acceleration 
and the statements in the text are okay. 
On the specification chart, however, the 
speeds “70” and “80” got pasted down 
opposite the times in seconds for 80 and 
90. The time for acceleration to 70 ¢11.3 
seconds) was left out, darn it, as was that 
to 100 mph (24.7). If you compare chart 
to graph you'll find this to be the case. 

A live rear axle is the conventional axle 
type in which the differential, ring and 
pinion, axle shafts and hubs are all carried 
in one housing and all move up and down 
with the wheels. It’s called “live” because 
it’s subjected to all the drive shaft and 
wheel torque reactions, which in a hot 
car can make it a very live thing indeed! 
A “dead” axle is best represented by a 
de Dion-type axle tube, which locates and 
guides the wheels but isn’t influenced by 
drive torques since the ring and pinion 
housing is bolted to the chassis frame. 
Any help? 
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SAVE NOW! ORDER BY MAIL — WE PAY POSTAGE 





FOR THE MGA 


[] WINDWINGS. No holes to drill. Sturdy, 
NN os sicuciktcssSdasilacucesdecomboetctaseaed $15.95 


[] TONNEAU COVER. Finest 3-ply top fabric. 
Black, gray, white. All hardware are 


] VINYL TONNEAU “OVER. Black, oy. 


() SHIFT LEVER KNOB. Polished aluminum 


with MG crest. Fits the hand.................. $1.95 
C) SUNVISOR. Install it yourself without drill- 
REL AML ee” $5.95 each. 


(] GRILLE GUARD. Keeps careless parkers 
from damaging the grille. Heavy chromeplated 
.. Mounts via existing bolts. A BSI product. 
$29.95 


(] VALVE COVER. Heavy, mirror-finished alu- 
minum. Deadens tappet noise, makes engine 
BSCS RT A tee See $22.50 


FOR THE MG TC TD TF 


-] TONNEAU COVER. Protect cockpit with top 
down. Our model has center zipper and side 
zippers for perfect fit and stowability. Heavy 
top fabric. 


Tan or black....$28.95 White....$33.95 


(-] ASSIST GRIP. Triple chrome plated, solid 
mounting $3.50 


() SHIFT LEVER KNOB. Shaped to fit the hand, 
aluminum with MG crest $1 95 


C] WINDWINGS. Crystal clear acrylic. Do not 
interfere with top of curtains. All hardware & 
NORRIE fads dicdictncnjescre mw deebceasaa, $15.95 


(1) COMPETITION SPOKE PLATES. Press onto 
steering wheel for the look of an expensive 
racing wheel $2.95 


CL) SUN VISOR. Tinted acrylic. No holes to 
a ers eon es $5.95 each. 


() VALVE COVER. Heavy polished aluminum, 
finned, screw cap for filler. Solid.......... $19.95 


() SIDE PLATE. To match valve cover. Same 
construction 12.95 


(] AIR CLEANERS. Chromed. Much neater 


WNDU ssa csvsinicdincaescadsancabelional 50 each. 
() BRAKE JACKET. Protects clothing from 
handbrake grease. Black, onlly................ $1.95 


NEOPRENE RUBBER COMPONENTS resistant 
to petrol, sun and weather. BSI product. 


Se. BBR eee $3.75 
SE SEs: $2.95 
C] Front bonnet (hood) strip.................. $1.95 
() Rear bonnet (hood) strip.................... $3.75 


FOR OTHER CARS 
TONNEAU COVERS. Custom tailored from 


finest 3-ply material. Hardware included. 
White, tan, black. 

Ce IIE cicsedscesccesececconsiunpsltie $37.95 
() Jaguar Convertible ................c.cccce0e $42.50 
af - i een oe, $47.95 
NIE iri Sssstcdbtssiaiipsosackaclagal $42.95 
Sf Ee $37.95 


WINDWINGS. Top quality. A best seller with 
us for years. Install with hand tools, drill no 
holes. 


OS eS $19.95 
(2 fREES'S)-SaeS oe Rees $18.95 
C) Triumph 


SEAT BELTS. For ALL cars. As necessary as 
gasoline. Black, red, gray, green, tan, blue or 
white. Swivel end fittings (eye-bolt). 


O Impact seat belts. $10.95 each. 2 for 
$21.50. 


[] Mitten belt (metal-to-metal buckle). $10.95 
each. 2 for $21.50. 


(] DESMO BOOMERANG MIRROR. Always in 
focus, regardless of how many times it is hit. 
Flat or Convex.......... $4.95 





UNI SYN. For synchronizing two or more 
carburetors. Get better performance & mile- 
GO saa seeccanete i Bn ss cncotaleaness $9.95 


() SPARK PLUG HOLDERS. Polished aluminum. 
For 14mm, short or long reach. 

8 ETE ST LACE $2.95 
Re IIIS 25 isivccresdsscsecceisainattsakacted $3.50 


CL) KEY FOBS. Black leather with car crest = 


MAGNETIC ASH TRAY. No suction-rubber to 
distingegrate or mar your dash. Adheres by 
permanent magnet which also keeps lid up or 
down 50 


(-] AUTO TOP LIFT. Makes removal and stow- 
age of hard top a cinch. For T-Birds, Cor- 
vettes, and all fiberglass tops................ ‘$9. 95 


() MILEAGE MINDER. A handy grommet for 
remembering mileage of lube job, gas fill, etc. 
Clips on almost anywhere....29¢....4 for $1.00 


C) REGISTRATION CERTIFICATE HOLDER . 
Small and neat wraps around steering column. 
PRs MPI I aacecinsininiasnssciettoivnininentanies 29¢ 


FOR THE DRIVER 


(1) DRIVING GLOVES. Our Grand Prix gloves 
are favored by drivers everywhere for winter 
and summer. Vented backs, double palm, inset 
thumb. Sizes (men or women). 642-10. $7.95 pr. 


() LES LESTON GLOVES. Fine cape palms, knit 
mesh back. Light, comfortable. Sizes 642-10. 
* $7.95 pr. 


Use this page as an order blank. Simply mark items desired, tear out and send with check or 
money order (plus 4% tax in Calif.) to address below. We will ship postpaid. 





MARION’S @ 
MEANDERINGS 


< 


y 
Marion Weber 


Hi, There! With the seasons, or something, we break 
out a few times a year and run a whole page of things 

little grommets for your car, or your friends, or 
yourself. A lot of people have told us that this is a 
pretty handy way to be reminded of some item which 
is not ordinarily available except from specialized 
concerns, such as this, and they find the idea of being 
able to simply mark the gimmick desired, tearing out 
the page and sending it to me, c/o MG MITTEN, and 
then getting it back posthaste and postpaid very 
attractive. And, who can argue with this logic? Look 
at the time and money they save by not having to shop 
around . . . and, as you probably know, our firm has 
a 100% record of customer satisfaction or money back. 
You can order with confidence in our descriptions and 
prices. Try it today, eli? 

New grommet for sports cars (and others): The 
MC RAY PROTECTO ROD to keep your radiator and 
block free from rust 
and corrosion. By 
feeding the ionized 
particles in the water 
which attack metal 
and cause unhealthy 
conditions in your 
cooling system, the 
Mc Ray Protecto Rod 
keeps your coolant 
clear and, thusly, your 
powerplant cool and 
efficient. Don’t let 
“hot spots’’ form in 
your head because of 
rust - restricted pas- 
sages, get a Me Ray 
Protecto Rod right 
now and forget radiator troubles. 
[] MC RAY PROTECTO ROD 





a $1.95 


The KANGOL CAP for men is impossible to describe 
adequately, for me at léast. All I know is, if I was 
a man I’d have one! Tailored from fine wool flannel in 
Britain, the Kangol Cap is so crushable it can be 
wadded up and carried in a pocket... not just once, 
but repeatedly! Doesn’t lose its stylish shape because 
the bill is made integrally with the cap. You've seen 
them advertised in the leading magazines. . . now you 
know where to get one. Order by regular hat size and 
specify color: Tan, gray, oxford gray, brown, navy... 
and please state a second choice. 

() KANGOL CAP on... cecsesssssssssscseessnsssneensneesnessnesenee $3.95 


For small gals: We have a few hooded car coats 
that we don’t want to store until fall. If you are a size 
12-16 and want to get a real bargain, shoot me an 
order right away and get one of these quilted, lined 
warm coats that will be very snuggly next winter. 
While they last, only $5.95! Yes, we sold hundreds at 
$7.95... same coat, you save $2.00. Colors: Red, gray 
& blue in most sizes, but give us a choice. OK? 


[] HOODED CAR COAT..........c.scsesssenssesnsnenenreeensees $5.95 


Here’s something you can use this summer, all year 
round, as a matter of fact: MG MITTEN .. . or what- 
ever tailored car cover we make to fit your make and 
model. If it sits out as much as 4 hours a day, you 
are losing money on your car if you don’t keep it 
covered with a Mitten. Easy to put on and take off, 
shock cord secures it snugly around the bottom, rolls 
into a small bundle so you can take it with you. Choice 
of lightweight canvas or Duralin, the water repellent 
fabric that breathes (to protect your paint) but ex- 
cludes sun, dust and grime. Oh, yes, in addition tc 
the products listed here, we make covers for all cars 

ask for prices. 


MG Mitten 
Healey Hugger $17.95 Lightweight Canvas 
{} Triumph Tunic $24.50 Duralin (not plastic) 
(] Gulilietta Jumper water repellent 
(Spyder) 
[] Guilietta Jumper(Coupe) 
[] Ghia Gown | 
{_] Jaguar Jacket | $22.95 Canvas 
[] Porsche Parka $29.50 Duralin 
f] VW Vest 
[] Mercedes Muff (190-3008L) J 
( Corvette Cap $27.95 Canvas 
() Thunderbird Tepee $32.50 Duralin 


USE THIS SPACE WHEN ORDERING 
MY CAP 18 8... 
My name....... 
My address. 
City... os pentose --.. State 


| Please send catalog 








MG MITTEN 


P.O. Box 157 Dept. S-7 
South San Gabriel, California 


Showroom: 3044 N. San Gabriel Blvd. 


PH. CUmberland 3-1410 
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By KARL LUDVIGS 


N, SCI Tech Editor 


4 


nternational formulas have made this the heyday of 
unsupercharged engines, and the 
boys have pushed their products past the mark of 1.9 


top drafting-room 


horsepower per cubic inch and are reaching craftily for the 
magic figure of 2. The high water mark of 290 horses set 
by Mercedes in 1955 has finally been submerged by Maserati, 
who rates its latest V-12 at better than 300 horses from an 
engine of 21% liters or 152 cubic inches. It won’t race until 
the 1957 Monaco GP, but it’s been breaking all records 
on the dyno. 

On an out-and-out basis this is nothing spectacular, of 
course, since the final versions of the 91-inch BRM cranked 
out some 6.4 horses per cubic inch while working under 
a boost pressure of nearly five times atmospheric. Limited 
by the latest Grand Prix formula to 45 cubic inches, though, 
the supercharged engine is severely handicapped, and even 
at the BRM’s fantastic level a bare 290 horses could be 
expected from that size. Blown machinery thus might be 
able to challenge current normally-aspirated engines on the 
basis of maximum output, but the necessary sacrifices would 
chop big hunks out of the rest of the power curve, and 
there are other drawbacks of complexity, weight, bulk and 
astronomical operating temperatures and pressures (The 
BRM’s oil had to be happy at 284 degrees F!). 

There are good reasons, then, for the almost unanimous 
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1957 version of Ferrari-modified 
Lancia GP car has Solex carbs 
angled inward to give straighter 
line to intake valve. This is a 
must for proper ram tuning. 


swing to the unblown engine, but there have been equally 
good reasons in the past and some very fine engines pro- 
duced as a result. It may seem ridiculous after the above 
to mention a horsepower per cubic inch figure of 0.72, 
which is the rough level of today’s production engines. This 
was achieved, though, in 1922, on the gasoline of that day 
and the puny compression ratio of 5.8 to 1. Only today are 
some of the techniques then used by Sir Harry Ricardo 
coming into wide understanding. 

He pulled 129 horsepower from his 180-cubic-inch Vaux- 
hall four-cylinder racing engine, largely by dint of detailed 
attention to breathing and efficiency. These are the points 
that are paying off almost a quarter century later, and 
while there have naturally been many other advances in 
that time, Ricardo’s basic outlook remains as clear and 
logical as it once proved itself to be. One of the most im- 
portant lessons from his werk is that the whole top end of 
an engine must be thought of as an integrated system, 
rather than as an assembly of otherwise unrelated elements. 
[his should be kept in mind when reading a discussion, 
as following, of the different points that contribute to 
horsepower. 

We also might mention again that we're only worried 
about relative values of horses per cubic inch here. If you 
want to up the inches that’s your privilege, but for the 








At RIGHT is cross-section of Harry Ricardo’s 1922 design for 
Vauxhall four-barrel racing engine. He pulled 129 horses from 
180 inches in spite of primitive compression ratio and fuel. 
Techniques used — valve gear and port design, cooling water 
flow —are now being fully used. BELOW is example of how 
NOT to do it. 4.4 Ferari six was good sports car engine, and 
Hilborn injectors are good for Indy, but combination in 1956 
Bardahl-Ferrari failed for lack of ram tubes, Story tells why. 


Photo by Wilson 
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moment we, like the Europeans, are concerned only with 
getting the ultimate from what we have. The same problem 
is dominant in sports car class racing, and both sports and 
Grand Prix cars now reveal enlightened use of some quite 
advanced concepts. Darn few of them are directly applicable 
to current production machinery, but the thinking that’s 
behind them definitely applies. 


FRAMEWORK 
\ssuming a constant displacement, horsepower depends 
roughly on the average combustion pressure, the piston 
area, and the piston speed. Nowadays basic stress limits of 
materials and bearings have tended to level off piston speeds 
around 3500 to 4000 feet per minute for racing goods, in 


contrast to the 2500 figure still respected by production de- 


At LEFT is incredible new Maserati V-12, for which two 
horses per cubic inch are claimed — unsupercharged! 24 
coils, condensers, breakers used to avoid ignition trouble 
on dyno, are unlikely to appear. Simpler MG engine 
ABOVE shows use of mild carb ramming box which feeds 
mill with cool air. Third part will discuss headers here 


signers. If piston speed is thus limited, the piston area can 
be enlarged by shortening the stroke and going to higher 
rpm levels. To avoid excessive bores and piston weights 
the next step is usually more and smaller cylinders. As a 
result the current GP engines range from grossly oversquare 
fours through slightly oversquare sixes to roughly square 
eights. We keep hearing reports of twelves about to burst 
into Grand Prix, and by the time this appears some of them 
will have done so. They'll have to be good, though, to 
offset their extra complication and weight. In his 3.5 liter 
Ferrari has made a switch back to 
twelves after a long series of Lampredi fours. 


sports cars notable 


GAS VELOCITY 


The mechanical framework having been resolved through 
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SPORTS CARS ILLUSTRATED 




















JULY 757 


They're pulling better than 300 bhp from 150 


Photos by Mathews 


cubic inches - - Here’s how it’s being done. 





In spite of the best efforts of the world’s fuel injection designers, this neatly crafted carb by Weber is still one of 
the best ways of feeding an engine with plenty of fuel and air. Its float bowl layout also avoids starving on turns. 


compromise, attention turns to the boosting of combustion 
pressures, which are a function of compression ratios, the 
weight of air consumed, and the proper proportioning of 
fuel to that air. Supercharging is the easy way to step up 
the pounds of air per minute, but without it careful study is 
necessary to increase this value, and, as we will see, to keep 
the compression ratio high at the same time. 

As we follow the path of air through the engine, a pre- 
liminary problem pops up in getting it to the intake ports 
and fuel supply equipment. The most extreme method 
ducts it in through a forward-facing scoop so placed as to 
force air in at high road speeds, Bristol Motors have experi- 
mented a lot with this both on the bench and on the road, 
and like others they feel that the very slight edge obtained 
over 100 miles per hour isn’t worth the complication and 
tuning problems. Generally designers are happy if they 
can supply the engine with cold air, which has more weight 
per unit volume than the hot air under the hood. Most 
ducting is now done with that in view, and some like 
Bristol and the late C-Jags baffle their air boxes to insure 
equal distribution of any pressures that may exist. Common- 


est, of course, is the hood air scoop, which is ideal for V-type 
engines. 

As you know if you've done any advanced engine tuning, 
theory can help a lot in intake port design but cut-and-try 
methods must set the final layout. To go back to theory, as 
Ricardo did, a given combination of engine speed, cylinder 
volume and port diameter will produce a certain speed with 
which the air flows through the intake ports. The velocity 
goes up for a given engine size as the revs rise and the ports 
are made smaller, the exact relation being as follows: 
Nominal gas speed _ Volume of one cylinder (cc) x RPM 

(feet per second) arena 





Port diameter (ins)? x 4630 
This formula assumes that each cylinder has its own sep- 
arate port, which is the only way to build a racing engine. 
We'll leave the siamesed ports and convoluted manifolds 
to the production penny-pinchers. 


Ricardo found that gas speed had a very direct effect on 
volumetric efficiency, which is actually only the technical 
term for the percent of cylinder filling that we’re looking 
for. His experience has been backed by modern findings and 
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Section of Lancia D50 racing V-8 
reveals big intake port of 
constant diameter, wet cylinder 
construction and rugged four- 
bolt main bearing caps. Valve 
gear uses finger-type followers, 
long radius minimizes rubbing 
on stem, plus hairpin springs to 
close thick-stemmed valves. Carbs 
shown would have been good 
but had to be specially made. 
1954-55 editions had vertical 
Solexes, causing kink in incoming 
air column, See latest version on 
page 14 as set up by Ferrari. 


states that gas speeds should not greatly exceed 150 feet 
per second for best results, and that the maximum allow- 
able should be 200 fps. With the above formula it’s possible 
to set the speed desired for an engine and calculate the 
port size required. 

Running 58 mm Weber carburetors, the Ferrari Type 
553 four-cylinder GP engine was reputed to be exceptionally 
efficient at 5000 rpm, which works out to be a gas speed 
of 129 feet per second; well within our limits. Similarly, 
even when taken to 8000 the late Mercedes GP straight- 
eights had gas speeds of only 154 fps in their 17% inch intake 
piping. In contrast, the ports behind the two inch intake 





as demonstrated on a Chrysler. These twin-rocker-shaft 
heads are well suited to the techniques discussed 
here. Use of ram tubes or “stacks” makes best use of 
straight path offered by venturi-less injector bodies. 





valves of the Alta GP four keep the velocities up around 
240 feet per second at peaking speed of 6400 rpm. This con- 
stitutes a basic restriction on the engine’s output which 
can’t be bypassed by superficial methods. Useable carburetor 
size is held to 48 mm (as fitted to these engines by Con- 
naught Engineering), since any larger size would pass no 
more air and would only impair vaporization and mixture 
correction. The Alta compares closely with the early Type 
625 Ferrari engine, which shares the same dimensions (94 
x 90 mm), the same rough valve layout and port sizes and 
carries 50 mm Webers. 


(Continued on page 47) 





Intake ports here of 150S Maserati engine give clear 
view of protruding valve guide and valve seat. Port in 
this case is cleaned up and guide later inserted. Also 
guide can be ground off even with surface, or port 
built up to streamline flow around protruding guide. 


































|}}ROAD TEST: 





Clean, straight forward lines of Golden Hawk are kept free of excessive bright work. Hood louvers, 
barely visible, are simulated. Windshield has good tilt—better streamlined than blunt wrap-around. 


The Studebaker Golden Hawk 


Photos by Joe Petrovec 





Simple, attractwe, Italian grille work fits 
neatly into design. Raised center section of 
hood could be cut into for air scoop. 
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ITH THE EMPHASIS this year on quality, crafts- 
manship and power, the Studebaker Golden Hawk 
takes its place among the upper echelons of the 
more distinctive machines of America’s assembly lines. Its 
former reputation for loose construction and ill fitting 
appointments is a long way behind it. The bodywork, 
tastefully designed under Italian influence, has a meticu- 
lously hand-finished look, and a solid feel on the road. 
And all this is not just a matter of chance, but a matter 
of choice. According to Studebaker-Packard President Har- 
old Churchill, a concentrated effort was made on quality 
rather than on quantity. Volume was cut, and the savings 
of this measure were put into the careful construction of 
each individual vehicle. The result is gratifying—with every 
car a complete package, and no loose ends anywhere. 
Compared to its sister products, the Golden Hawk is 
longer, lower, heavier, finned and supercharged making it 
the “select” car of the entire line. And any similarity be- 
tween the Golden Hawk ’57 and the Golden Hawk ’56 
ends abruptly with the name. This year’s gilded bird cruises 
at 80 mph, takes turns fast, can accelerate from 60 to 100 
in- 13.2 seconds, and affords comfort to all passengers. 
What's more, all this comes as a stock package—that is, 
all the little power items which are listed as optional on 
most cars come delivered as standard equipment. In these 
days of power packages at cost plus prices, the GH is a 
rare bird. 
SCI’s tést Golden Hawk came equipped with a three 
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speed transmission with overdrive, an automatic hill holder, 
a radio, a heater, a twin-traction differential, and heavy 
duty springs fore and aft. As such, except for the heavier 
springs, the car sells for $3379 F.O.B. New York, including 
pre-delivery preparation. This didn’t include power brakes 
or steering. 

Most of the idiosyncrasies peculiar to its predecessors 
were inherited by the new Hawk, and the resultant prob- 
lems were passed as part of the legacy to the present en- 
gineers. They did with what they had, and what they did 
with it, they did well. Every change, every alteration was a 
benefit, and this became more obvious each day we had 
the’ car. 

Front suspension remains much the same as last year 
with two unequal length wishbones, the lower of which 
is pressed steel. The only change here is in the spring 
dish of the lower arm which was modified slightly to 
accommodate a new shock absorber mounting. The rear 
remains the same also, with the rear of the semi-elliptic 
spring mounted under the frame, and the front shackled 
outboard. Shocks at the rear are Gabriels, and mounted in 
sea-legged fashion. In this way, the soft ride is maintained 
while curbing the sideward motion of the car in turns. 

Great things were expected of the 1957 Hawk, then, 
but when we first tooled it out into traffic we nearly side- 
swiped a few innocent Hillmans before we got it pointing 
straight. “Shades of last year,” we murmured, “Better check 
the tire pressures.” They were well below the recom- 









Here’s a good example of the featured 
twin-traction differential as it gives both 
wheels equal dig in soft beach sand. 


Going in twelve different directions, Break- 
away was ceused by belting pedal mid-way 
through tight turn on drenched pavement. 






























Shallow trunk is given more room by the high 
contoured deck-lid. Spare wheel, of course, 
takes up a third of the space. 









































High fin improves rear looks — adds some stability. 





ABOVE: Finned drums helped cooling quite 

a bit. Brakes at rear had locking tendency. 
Springs on test car were beefed up. 

BELOW: Instrument grouping is good, but low. 
Speedometer is awkwardly calibrated 

in 20 mph graduations. 





Engine compartment is cramped, and 
loaded for bear. To left of blower is 
spring loaded belt tensioner. 





mended 26 psi front and 24 rear, so we took them on up 
to 32 front and 30 rear. This naturally made a world of 
handling difference at the expense of the ride. It was worth 
it since (a) the heavy-duty springs already gave a stiffer- 
than-normal ride, and (b) the Hawk’s stability was re- 
vealed to be of a very high order indeed. 

You can now feel four wheels on the road and can place 
and balance the car with accuracy more characteristic of a 
Corvette than of a five-seater coupe. It’s no sports car but 
in our steadily-rising American frame of reference it’s a 
capable “Gran Turismo” machine. Thanks to weight dis- 
tribution, front anti-roll bar, etc. the Hawk understeers a 
lot and without power steering takes real muscle to bend 
it hard off a straight line. When taken to the limit we 
were pleased to find that it was the rear end that broke 
away, though, and the surplus power, stiff springs and 
special differential made this a workable proposition. 

Flat out on top speed runs the Golden Hawk flew 
straight and true with no tendency toward wander or 
lightness. This was thanks again to the strong understeer 
characteristic. 

Through tight, slow corners there was some inclination 
toward lean, but only at the upper limits, thanks to the 
heavy-duty springs and the sea-legged mounting of the rear 
shocks. Rear-end breakaway could be provoked in these 
corners by stabbing the throttle hard mid-way through the 
turn, A good yank on the wheel quickly corrected the slide. 
Breakaway was induced several times at several speeds just 
to see how far we could go. This was done in four succes- 
sive passes by increasing the speed each time, and each 
time we came out unscathed. The twin-traction differential 
held us right there, until the power exerted on the reat 
wheels slipped them both out of track, and momentum 
carried us to the outside of the corner. We also tried this 
on wet roads, and we don’t recommend it for anybody. 

On long, fast turns the rear followed the front and the 
car stuck to the surface. Even on wet pavements the car 
held well, but then, discretion precluded further attempts 
at. provoking breakaway. Tire squeal was slight especially 
with the added pressures. Some pitching on the straights 
was noticeable, but in general the ride was flat, and reac 
tion of the car to bumps became predictable upon better 
acquaintance with the vehicle. More equalized damping 
would have suppressed some of the after-bounce oscillation 
of the heavier springs which was very slightly detectable. 
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Front running detail shows conventional 
Studebaker setup. Brakes are Wagner 
Lockheeds with single leading shoe. 





The twin-traction differential works like a charm, se- 
lecting the side which is most in need of traction. It held 
us in the corners, lessened wheel spin on bumps, gave us 
excellent tracking qualities, and insured high speed stability. 
For the small cost of $35.00 it doesn’t pay to be without it. 

The powerplant in the Golden Hawk is the same as 
that in the President models except for two slight changes. 
One is the mounting bracket for the supercharger, and 
the other is the low compression head—7.5/1 or the op- 
tional 7.0/1. The induction system consists of a single-stage 
centrifugal-type variable-ratio supercharger, a Stromberg, 
two barrel carburetor, and a carburetor air chamber. 

The McCulloch blower itself sits on the special mounting 
bracket in the V of the engine, and is belt driven from a 
pulley on the crank-shaft. As Roger Huntington pointed 
out in his Supercharging The Right Way, (August 1956 
SCI) the McCulloch incorporates the unique peculiarity 
of delivering boost automatically when needed, and merely 
idling along at cruising speeds for economy. 

The engine fired up without too much fuss, but with a 
few excessive spins of the crank. During fast idle, there was 
some “hunting” from the engine, which cleared up after 
things warmed up a bit and the fast idle kicked out. In 
cruising range, the engine loafed at eighty, made very little 
noise, and revved at a modest 3000 rpm. But when it was 
time to get around the Sunday-go-to-meetin’ pokey, a stab 
at the throttle bar released all the patiently waiting poten- 
tial, and all sorts of things happened simultaneously, The 
kick-down switch threw out the overdrive, the blower raised 
its pitch, the limited slip differential selected the wheel with 
the best traction, and all at once some unseen force slammed 
us in the sacroiliac, and what once loomed ahead became 
only a dim reflection in the rear-view mirror. 

The clutch by Borg and Beck with a woven asbestos lining 
disc felt neither stiff nor spongy, but firm enough to make 
even urban driving pleasant. The box had a conventional 
shift pattern with the overdrive cable located to the left 
of the driver under the dash panel. Lever travel distance 
was moderate, and the synchromesh on second and third 
gears was unbeatable. Overdrive was automatic, coming in 
at about 40 mph. It gives a few extra ratios which are handy 
for some road conditions, but we did all performance test- 
ing with the unit locked out. 


(Continued on page 66) 


TEST CAR: 1957 STUDEBAKER GOLDEN HAWK 


PERFORMANCE 
TOP SPEED: 


In overdrive 


Two-way average ..............- 118.5 
Fastest one-way run ............ 120 mph. 
ACCELERATION: 
From zero to Seconds 
Ce tet ae Chdh wesc icenene 3.1 
SG sa Gis Cas os co ee nnds 44 
PSS oer rrr 7.1 
GI igs ans Fob hae Wa veo sss 9.3 
WS 05 vr clieudiaebescnss een 12.4 
OR a Dee SA En PO 15.5 
DU Ie 50S Keira ko ooo dees 0 18.7 
BOG We ha oo xo Fs ws ee eigs es sise 23.3 
Standing PID OU) ocd os 0 eas 2 17.3 
Speed at end of quarter ........ 86 mph. 
SPEED RANGES IN GEARS: 
Std. 0.D. 
Pi os heck b o% Acadaes abae Ks 0-40 0-55 
Be ek soe csoeebee neuen t pisedeens 5-64 5-90 
WE io vce! 40 dt tbo ewnnans wemeeras 13-106 13-Top 
SPEEDOMETER CORRECTION: 
oy pa Actual 
Cow debewroentus besos add beens 29 
r+ b= < pied Mie S pik kteeren b ae aE Ee 39 
BEE Ee EC FET OREO EE 48 
OR ca dues oases ands Vee a 57 
OP. gin co Pibne 0ts0000on Eee 67 
GPs ot: ee a dieaewhicdies wholes ons 77 
OE boo <n cg Meee ew cheers 6mm 89 
DD ~ at e4 cs 6c hq iaeeee es cou ek te08 100 
FUEL CONSUMPTION: 
Br GrBOR se cia wiac sae wc cesses 11.1 mpg. 


Average driving (under 60 mph). 15.3 mpg. 
BRAKING EFFICIENCY: 


(10 successive emergency stops from 60 mph, just short of 
locking wheels) : 


EW waas ss uae occ 70 0 BEES RSE 63 
SRR ae 69 Ce LR ES A ee aaa 60 
BNR cas s¢ <3 el Gs cae 67 | LR CoS eager 58 
er eee 67 a ES ae §7 
Cae ~vadmodsrbetens saa SE RRS Se ae 48 
SPECIFICATIONS 


POWER UNIT: 


WE os cae eee ick < ct dane V-8, Supercharged 
Valve Arrangement ......... ohv, in line 
Bore & Stroke (Eng. & Met.).... 3.56 x 3.63 in. (91 x 92 mm) 
Stroke/Bore Ratio .............. 1.02/1 
Displacement Ne a & Met.) . 289 cu. ins. (4720 ce) 
8/1 


Compression Ratio ............. 7. p 
CN er nae was anes 2 barrel Stromberg (WW 6121) 
Max. bhp @ rpm ............... 275 @ 4800 
Max. Torque, lb-ft @ rpm ...... 333 @ 3200 
PT NE a fas WA 6d 0 on bon ae 450 rpm 
DRIVE TRAIN: 
Transmission ratios 
SN WS Sc cps eEN ewe bala ho ddea as 3.154/1 
i ta aie case ct iia at Bg Sick. 8 gar as wring 2.49/1 
en eal tas MEE wade 6 bowie ae cid 1.587/1 
RE A ear ea 1/1 
RBI eg Sete 208 ee 722/1 
Final drive ratio (test car)...... 4.27 
Other available final drive ratio. . 3.54, 3.73, 3.92, 4.09, 4.55 
Axle torque taken by............ Rear leaf springs 
CHASSIS: 
ER a eae tad 5 6.0 aces ces 120.5 ins. 
I IN ig i'n. brs ob a0 sens 56.7 ins. 
pe ee 55.7 ins. 
Suspension, front .............. Coil spring, wishbone 
ee 5 ae ea Leaf — heavy duty 
Shock absorbers ................ Tubular 
SUT RI oa kas 85 ace 60,0 wee Cam & single lever roller stud—Ross 
Steering wheel turns L to a 4-2/3 
Turning diameter .....!......... 41 ft, left, 40 ft. right 
IS AS 6h obs cewaxecdwess Wagner self-center, self energizing, 
ribbed drum 
Brake lining area ............... 195.25 sq. ins. 
Pe ON ye ees ca hd ce en 7.10 x 15 
GENERAL: 
NS ew Sade os ao ua asks 204 ins 
WE cen cd BURNS CK Am or ican 71.3 ins. 
ES ctw deed PEGs +40 uae tes 55 ins. 
Wreondee: O6GR GRE oe cw ce csccces 3550 
Weight distribution, F/R ....... 57.6/42.4 
Weight distribution, F/R, 
a 57.2/42.8 
Fuel capacity — U.S. gallons..... 18 gals. 
RATING FACTORS: 
Be ee OU ES oi Fein yc eee Koes 951 
Bhp per sq. in .piston area ...... 3.48 
Torque (lb-ft) per cu. in. ....... 1.15 
Pounds per bhp — test car ...... 12.9 
Piston speed @ 60 mph ........ 1768 fpm 
Piston speed @ max bhp ........ 2904 fpm 
Brake lining area per ton 
OE RE ea ee ee 110 sq. ins. 
















































SKULL BUSTING FOR SAFETY | 


Fragmented helmet is result of actual fatal accident. 
Temple area ts most vulnerable part of skuil. 
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DEDICATED group of people in Northern California 
have been stirring up a storm in an attempt to catch 
up with the British. Not, as such a statement often 

implies, in an attempt to build a “backyard bomb” to 
compete with foreign sports cars on the road racing circuits, 
but in the less dramatic and more important effort of mak- 
ing the use of these road racing circuits safer for the driver. 

Less than a year ago, one of the most popular sports car 
drivers in Northern California died in a race accident, due 
to head injuries resulting from the failure of his helmet to 
give adequate protection. This helmet was one of the most 
widely used brands to be found at a race course, and the 
initial reaction to this accident was to accept it as “in- 
evitable.” The Technical Committee of the San Francisco 
Region of S.C.C.A. however, was blessed with a chief who 
makes his living as an attorney, and his legal training and 
Photography by Houston Walsh 





Bell helmet, now in process of revision, had 
stronger shell than others, but liner allowed 
shock of impact to cause minor skull fracture. 


By GEORGE G. SNIVELY, M.D. 
Director, Department of Medicine 


Sacramento County Hospital 


Editor’s Note: We hesitated before committing the following 
article to type. Our reasons were several. For the first part, 
Sports Cars Illustrated does not deal in sensationalism and 
Dr. Snively’s repert is probably the most sensational article 
ever to appear in an automotive magazine. Secondly, this 
vital research is bound to provoke a storm of protest similar 
to that which followed the roll bar regulations. Finally the 
manufacturers of the helmets concerned might not take 
too kindly ‘to the publication of the data contained herein. 
However facts are facts and the following report is the result 
of tests conducted under the most carefully controlled 
scientific conditions possible, not on dummies but on the 
human heads the helmets were designed to protect. Further, 
to give credit where credit is due, the helmet manufacturers 
concerned have virtually all gone into emergency operation 
to revise their products to correct the faults found by the 
tests. With the above in view, SCI is proud to present what 
may be the most shocking article you’ve ever read. —jpc 
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background made the investigation of the helmet failure 
more than a cursory affair. 

It was quickly realized, during this investigation, that 
there was no worthwhile data to be easily found on “just 
what is a safe crash helmet”, and that the technical speci- 
ficiations which were available for the competency of a 
helmet were sadly inadequate. 

Meanwhile, as a tribute to the driver who had been 
killed, the San Francisco Region established the Pete Snell 
Memorial Fund; the trustees of this fund decided to dedi- 
cate it to the study of crash helmets, and to the develop- 
ment of standards and tests which might be applied to 
make such headgear better. 

All of those concerned recognized the impossibility of 
perfect protection of the head under all circumstances 
possible in racing accidents. It was felt despite this, that if 
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Resilient liner material of the Bell helmet proved 
insufficient in absorbing shock after shell cracked. 
Result: Single linear fracture of skull. 
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Anderson helmet. Body of shell too 
weak to withstand sudden impast. Frag- 
mented shell now unsafe for further 
use. Resilient lining ts insufficient. 


Gentex helmet is also being changed. 
‘Wingnut, bolt, and wooden stop for 
visor allowed concentration of impact 
to shatter shell, AT RIGHT: Severe 
skull fractures occurred upon impact. 


Cromwell helmet looks undamaged. 
Shell remained intact, but resiliency of 
liner afforded no protection to head. 
AT RIGHT: X-ray shows severe 
fractures due to inadequate protection. 


a crash helmet was worth wearing at all, a premise which 
now even the most daring of racing drivers accept, it 
should be one designed for maximum protection, not one 
built merely to protect against uncomfortable bumps. 

Very early in this study, perhaps the most startling 
finding of all became sadly apparent. Almost none of the 
people concerned with the use, manufacture or sale of 
helmets in this country had any worthwhile, scientific data 
concerning a helmet’s efhciency. The prevailing methods of 
selection by the driver seemed to be based upon cost, or 
appearance, or superstition, or the fact that the driver had 
a friend “who rolled his machine 11 times at 130 miles 
per hour at the Bent Cup Races, and he lived through it!” 
The manufacturers, by the same token, almost without ex- 
ception, were either unfamiliar with any testing procedures, 
or used methods of so-called testing of extremely dubious 
value. 

The “Tes ‘al” type of test deserves special mention. 
Even brief consderation reveals the vast number of com- 


McHal helmet. The shell is strong 
enough to resist fragmentation due to 
abrasive impact. Resilient lining is 
springy, does not absorb shock. 





pletely uncontrolled variables involved in any accident. 
The magnitude of impact forces, angles of contact, degree 
and duration of contact, acceleration of the head, relative 
mass and density and resiliency of the impacting objects— 
all these are factors of great importance in determining the 
results of an accident, but in most accidents are virtually 
impossible to determine, and indeed are usually not even 
considered. Perhaps with a team of physicists and engineers, 
armed with high speed motion picture cameras set up at 
different angles at the site of an accident, useful informa- 
tion about helmet protection might be gained, and some 
of the variables eliminated. This sort of set-up will not 
likely be found at a race track however, and in the absence 
of such analysis, the “accident testimonial” is dangerously 
misléading and patently worthless. 

Despite this appalling lack of generally available knowl- 
edge, it was found that there have been well-designed, 
scientific testing programs in existence for some years. Of 


(Continued on page 48) 





Toptex helmet was best of those tested. 
Lining is non-resilient, crushes upon 
impact, absorbing force of blow, Strap 
and fastener not too adequate. 
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Special aluminum head for SS Chev 
was tried in practice, discarded due 
to deflection and overheating. Ports 
and valves stock shape but bigger. 








By KARL LUDVIGSEN, SCI Tech Editor 


__. EVERYBODY 





Since death of Castellotti, young Luigi Musso AT LEFT is top 
Italian driver. He pressed on in vain for Ferrari at Sebring 

while Fangio, ABOVE, tooled 4.5 “Bazooka” Maserati to easy 
win. Combination looks unbeatable in’57 sports car grinds. 


but it was stopping power as 
well as go power that made the | 
difference at Sebring. 


Ferrari 3.8 V-12 car has split water Amoratti, left,and Tavone get word 
radiators divided by oil cooler. Oil from Collins after early Thursday 
piping and big filter are rugged. practice run. Trintignant, 

Twin plugs and Solex carbs fitted. was hastily imported by Ferrari. 
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Y universal agreement Sebring is the roughest road 
course in the world. The acceleration requirements 
are those of a series of drag strips laid end to end, 
and on brakes it’s as tough as five Le Mans races in just half 
the time. Designers and team managers hate it while the 
drivers don’t much care. Its corners are either so tight that 
you poop around (there are five of these) or so fast that it 
doesn’t make much difference. Between each slow one the 
fast machinery steams up over 100 and back down again, 
which is a lot of work five times in a 314 minute lap. 
Unfortunately this means that neither good roadholding 
or good driving have a chance to show up really well at 
Sebring. There’s a reward for sharp, persistent driving, and 
the Class A pilots can make time on the faster bends of the 
airport section, but generally the course is easy to learn. 
Sheer power and lasting braking make all the difference as 


Cog-swapping in Maser V-8 made 
easy by drop gear-set behind clutch 
housing. Gears are bathed by engine 
oil spray from left of nine-stud box. 


At right ts original slipper-ty pe '55 
factory Jag piston, beveled crown. 
Center is JE slug used by Mamo, 
left is new 3.75 lit. factory piston. 


is well shown by this year’s finishing lineup. The order by 
makes was Maserati, Jaguar and Ferrari, with Chevrolet call- 
ing for special mention for the SS project. This was about 
the way it looked after practice too, providing the 4.5 liter 
Maser held together, but the big surprise was the failure of 
Ferrari to make a solid showing after their easy win in 1956. 
We can check over each make as to power, brakes, handling 
and race strategy to see just why this was so. 

The most-feared weapon was in the Maserati camp, and 
it turned out to be unapproachable in the race. The feat of 
producing the first new 450S model for practice in the 
Swedish GP of late ‘56, leading until breakdown with it in 
Argentina, and then winning Sebring with it in March shows 
that the Maserati design staff is really back on its feet again 
for the first time since the war. From the standpoint of 
sheer power output this new V-8 is probably the fastest sports 
car the world has yet seen. Having driven the 450S in Argen- 
tina, ex-300SLR-driver Moss can talk of nothing but this car. 
In Buenos Aires he braked way early, used 6300 revs instead 
of the limit of 7000, and still had six seconds a lap over the 
competition. Moss set the lap record there at 3:36 with the 
3-liter, but was sure he could do 3:29 with the 4.5. Retire- 
ment in the Argentine was caused by the loss of a small pin 
in the clutch throwout mechanism which rendered this im- 
portant component unusable and led to the disintegration 
of the final drive. Needless to say, this had been corrected 
for Sebring. 

Production of this new V-8 wasn’t difficult, since it’s based 
on two four-cylinder blocks from the well-tried and rapid 
2-liter sports car (see SCI, May 1957), with a fractionally 
bigger bore and a much longer stroke to bring it up to 4.5 
liters. Since the 200SI turns out 190 horses, a 4-liter V-8 
based on it would be good for 375 or so — which means 
100 bhp for the gas-fuelled 4505S isn’t hard to believe. Power 
comes in at about 2500 and goes right on up to 7000 safely. 
Backing up this juggernaut were two of the thoroughly- 
proven 300S models which themselves have proven capable 
of winning races in the hands of Fangio or Moss. With an 
older valve gear design they rev only to about 6700, and 
are rated at 260 bhp. In practice for Sebring, Moss com- 
plained that the 3-liters were slow out of the corners, pos- 
sibly due to too-rich mixtures, and that he was losing two 
seconds a lap for this reason. This was improved by race 
time, but the 300S’ were never pressed to the wall during 
the race. Just in case, they also fielded a 2.5 which was 
essentially an old reworked 11% liter sports car. A practice 
hack, it had been thrashed extensively in Argentina. 

Biggest news with Jaguar was the new 3.75 liter engine 
which uses a brand-new block casting and special pistons. 
The origin of this goes back to Alfred Momo’s hot-rodded D- 
Types, which SCI reported on in February, 1957. Momo 


Ex-Ferrari man Ugolini examines 
times atop pits on Friday, determines 
Maserati destiny. Co-winner Behra 
apparently learned his lesson well. 
































































In one picture, this is the story of Sebring, 1957. It’s 
the huge new front brake developed to stop the fast 

and weighty 4.5 Maserati, but it’s seen installed on the 
second-place Moss/Schell 3008. This car had more braking 
power and durability than it could ever use, and had no 
trouble taking second spot at the eleventh hour. All the 
Maseratis used Pirelli racing tires, which are ostensibly 
out of production. Using up stocks, yes, but what next? 


bored out several Production D blocks to 3810 cc, using JE 
pistons, and these cars were so successful that the factory 
asked for an engine to try out. It went so well on the 
Coventry dyno that over the winter a new pattern was 
fashioned and an official 3780 cc Jaguar was born. With the 
old-type head and Isky XM-2 cams, the US-built 3.8 delivered 
about 280 horses, and the works 35-40 head raised this to 295 
on the factory-prepared engine. With Lucas injection the 
#5 factory car could probably command 310 bhp. This 
machine was completely prepared in England, and arrived 
on the boat with Hawthorn, Bueb, Lofty England and a 
factory mechanic. Cars 6 and 7 were readied in New York 
by Momo, with the exception of the “new” engine and the 
brakes, about which more later. Aside from the dropped 
valve (overrevving?) by #6 just after the start, the 3.8’s ran 
like trains and had deep rasping exhaust notes which never 
faltered. Since the usable revs were if anything lowered by 
the boring job, the carbureted cars continued to use 45 mm 
Webers, different jets being the only change. 

Ferrari power was extracted from two types of 60 degree 
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Here aiming for pit apron, champion Indy handler Pat 
O’Connor found Ensley’s D-Jag to his liking; put in some 
of best Jaguar times. This car was hastily assembled at 
factory after fire destroyed D originally slated for 

Ensley. Torsion bars were set to suit Pat’s technique. 





V-12’s, there being two cars of each variety. An eleventh- 
hour bombshell was the information that the two twin-cam 
cars were 3.8 liters and not 3.5 as listed. These engines are 
brand-new for '57, having two chain-driven (Lancia influ- 
ence) cams per head and an Italian rating of 350 bhp at 
7200 rpm. The usable revs are more like 8000 or about 1000 
rpm more than the single-cam V-12’s, which are derived from 
old Colombo designs and Lampredi improvements. After a 
good '56 season, alternating with the 3.5 liter Monzas in 
speed, a single-cam car won the Buenos Aires Thousand 
Kilometer race against meager opposition from its twin- 
cammed team mates, In spite of this, the newer car was the 
Sebring favorite, and was given first choice of drivers. The 
enlargement to 3.8 did seem to give it a speed margin over 
the older 3.5’s. 

Hill's #14 single-cam 3.5 was turning 6800 on the long 
straight, somewhat over peak, and co-driver Von Trips re- 
marked that it had plenty of punch coming out of the 
corners but seemed to fluff out at the top end and on down- 
shifts. All four Ferraris had the same final drive ratio, which 



















Fitch and Duntov watch patiently as heads on experimental 
SS Corvette are changed from aluminum to cast iron. Car had 
Fiberglas body screwed to wood bulkheads, was test bed only. 


Chevrolet’s greatest moment: Fangio takes wheel of above 
SS (stands for Super Stovebolt) and recalls own homebuilt 
Chev single-seater. Moss, Duntov look on apprehensively. 
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Momo demonstrates new quick-change Dunlop front 
brakes for D-Jags. As pads wear, “T” on back plate 
mates with notch which can then pull pad out. 


fm 


emphasized acceleration and favored the 3.8’s at the top end. 
\ higher cog was tried in Collins’ 3.8 during practice, but 
the car couldn't pull it and it was switched back. Much pre 
race time was spent trying to get just the right plugs for 
the 3.8’s, the 3.5’s being less finicky. 


Incidentally, the laycut of the 3.8 Ferrari shows well the 
intake port problems that crop up with a 60 degree vee 
engine. Everything is crammed into the center between the 
heads, and it’s impossible to get a die-straight path from the 
carb to the intake valve to get the most from ram tuning. 
This is why the carbs have been inclined toward each other 
in the latest versions of both the Lancia and the Maserati 
V-8 engines. The brilliant new Maser GP V-12 has vertical 
ports, like the M196 Mercedes, and they'll have no worries 
in that -department. 

Zora Arkus-Duntov’s design staff had more than enough 
problems with the completely new chassis of the SS Corvette, 
so the power plant was good and hot but not really radical 
in any way. There wasn’t enough time to develop either the 
improved injection system or the light alloy block, so the 
basic engine was very much standard Corvette. A great deal 
of useful development work was done on a working proto- 
type of the SS, which was rushed together with a rough body 
and hustled down to the course for on-the-scene testing. The 
idea was that changes made on this car could be incorporated 
in the finished SS before the latter ever saw daylight, but 
this is a very theoretical procedure and resulted in a very 
fast and raceable prototype plus a beautifully-detailed SS 
about which little was known other than that the cockpit 
was like an oven. 

As part of the sales pitch for the driving job, Piero 
larufh was assured that the finished SS weighed 150 pounds 
less and had twenty horses more than the “bucket of bolts” 
which had gone so fast under Fangio and Moss in practice. 
Ihe source of these ponies was not named. One difference 


(Continued on page 46) 
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at sports car speeds. 


By ROGER HUNTINGTON 


PORTS car enthusiasts have been hooting at the “‘road- 

ability” of Detroit family cars for the last twenty years. 

Up until three or four years ago they deserved every 

hoot. They wallowed through turns, screamed the tires un- 

der even small side loads, rolled at unbelievable angles, 

understeered to the danger point, snaked at speed on a 

straight road, and generally misbehaved like a road grader 
on four pillows. 

We don’t have so much to hoot at today. Detroit has 
gotten busy and improved roadability drastically in the last 
few years, spurred by sky-rocketing performance figures 
and public pressure for safer cars. Developments like torsion 
bar suspension, outrigger rear leaf springs, sea-legs shock 
mounting, special rear leaf spring deflection geometry, low 
CG’s, ball-joint front ends, anti-brake-dive front geometry, 
trailing-arm effect on front wheels, finned brake drums, etc. 
have completely changed the handling of our family cars. 

Unfortunately, these important developments have gone 
right over the heads of many sports car purists. Those who 
weren't in attendance at certain competition events on the 
Elkhart Lake, Willow Springs, and Paramount Ranch road 
circuits in the last 18 months are still singing the same old 


Bendix Cerametallix segmented 
brake linings can operate 
efficiently at more than 1500°. 
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HOTTER HAADLING 


Detroit machinery can be made to handle well 


enough to take on a road course - - and corner 





Finned drum, Frendo lining, 
elaborate air scoop system keep 
these brakes from fading. 








tunes about Detroit chassis development. But, sports car 
fans who saw the NASCAR and USAC stock car racing boys 
tackle these car-killing courses with basic Detroit passenger 
sedans got a thorough shaking-up. For one thing, they saw 
slightly-modified family cars lapping at average speeds 
within 6 or 7% of the fastest Ferraris and D Jags. They 
clocked this iron through turns in times comparable with 
most sports cars in the 90-110” wheelbase range. Accelera- 
tion coming off the turns would embarrass many a 140 Jag. 
And they saw these big 3500-lb. cars do this lap after lap— 
up to 250 miles—without chewing through brakes and tires 
like butter. 

There’s an important lesson in all this for anyone who 
drives a Detroit product: With some relatively-minor modi- 
fications and addition of special equipment, a_ full-size 
American passenger sedan can be given very decent han- 
dling and cornering, even by average sports car standards. 
Detroit has given us something to work with in the last few 
years. With this as a base—and using lessons learned by the 
stock car racing boys on road circuits and oval tracks—we 
can conceivably combine the economy and convenience of 
a family car with acceptable all-around road performance. 





Blower setup for cooling rear 
brakes on Mercurys at Elkhart 
is same as on Mexican Lincolns. 
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I’m not saying you can make a Ferrari out of it, or that the 
car you buy in the showroom is ready for road gymnastics 
as is; but the fact remains that giant strides have been made 
in developing the inherent road potentialities of the U. S. 
passenger car chassis. 

Here are some of the things we've learned that might 
help you improve your own car. 


THE SUSPENSION PROBLEM 


Most sports car enthusiasts have the idea that good han- 
dling and cornering demand super-stiff springs and shocks. 
It’s not quite that simple. Prior to the mid-’30’s, when cars 
used solid beam axles front and rear, the faster cars were 
going to even stiffer springs. All that the engineers were 
doing, in effect, was to throttle the shimmy and tramp that 
always plague a beam front end. The Germans found that 
relatively softer suspensions gave better results when they 
went to 4-wheel independent suspension on their 180-mph 
Grand Prix jobs of the late "30s. The secret was that, with 
i.f.s., optimum suspension stiffness will depend primarily on 
the CG height and the sprung/unsprung weight ratio. The 


Stock suspension on new U.S. cars has been improved by such items as torsion bars, outrigger 
rear leaf springs and sea-leg shock absorbers. More improvements will help stability of car. 





German G.P. cars had very low CG’s and unsprung weight 
figures. 

On an American passenger car we have neither a very 
low CG nor low unsprung weight; furthermore, suspension 
stiffness is dictated far more by ride than roadability re- 
quirements—even in this “new era”. So, where some racing 
men are learning to soften suspensions, we must stiffen. 
The NASCAR and USAC racing rules are quite lenient 
on this. They allow commereial overload springs boosters 
(like Air-Lifts and Hellwig stabilizers), and double shock 
absorbers. The CG can be lowered with blocks. The springs 
themselves, shocks, and torsion anti-roll bars must be factory 
parts, however. 

(Before we go a step farther, let’s clarify this business of 
“factory parts’. Since Detroit has gotten into stock car rac- 
ing with both feet the various companies have been obliged 
to come up with a lot of special parts designed for racing 
only, not at all suitable for production stuff. These would 
include the special springs, roll bars, and shocks mentioned 
above, heavy-duty hubs, extra-large gas tanks, engine hop-up 


(Continued on page 56) 





Here's a quick change of shocks 
in Chevrolet pit just before 
a race at Elkhart Lake. 





Goodyear blue Streak road racing 
tires on 8” rims on Chrysler 
300B. Inflation is 50 psi. 


Special backs on Mercury seat 
were said to give better support 
than bucket type seats. 





DO IT YOURSELF... 


ONE MAN'S POISON 


By BROWN MEGGS 
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Only 13,000 miles ... in one week! 





he case history I'm about to unfold begins with a '53 
| Porsche Coupe: Model 356, the factory calls it, Fine 
little car — for some people. Only not for this close 
friend and business associate of mine, Bill by name, Bill's 
got nothing personal against the Model 356. As a matter 
of fact, he takes great delight in the technical niceties of 
Dr. Porsche's sweet little bomb. But Bill’s had a little — 
let’s call it bad luck. T'l show you what I mean, 

Being a sensitive fellow who fancies the finer things in life, 
Bill’s a long-time sports car enthusiast. Admired the MG-TC 
the day it first came off the boat. Owned part interest in a 
Jag SS-100 while still a college lad. You get the idea. 

Only one trouble with Bill: he’s got a wife and two kids. 
Not unusual you say? Maybe not. But somehow — what with 
income tax, lunch money, and such luxuries as food and 
clothing for the kids — there’s just not enough left of 
Bill’s $9000 annual gross (painfully earned in the Detroit 
ad agency where Bill and I share a copy desk) to pay for 
one o’ them funny little foreign cars, plus the massive six- 
place domestic saloon Bill needs to transport wife and 
kiddies to the in-laws on week-ends. 

That's where I came in. J was the wiseguy who showed 
Bill a way to beat the rap — a way to fit a real slick foreign 
buggy into his life without the monstrous cold-cash expendi- 
ture required for, say, a spanking new Alfa-Romeo Spyder. 
My secret? Simple. Smart shopping for a clean second-hand 
sports buggy, plus a liberal dose of weekend do-it-yourself. 
My system was foolproof — on paper. 

We kept our eyes and ears open, and sure enough a hot 
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Now lemme see... 


tip came our way. One of our agency’s clients revealed that 
a certain GM division was about to auction off a '53 
Porsche Coupe they’d been testing. We rushed out to see 
it, and she (it quickly became she, as in Portia) turned out 
to be a glistening green beauty only 13,000 odometer miles 
from Herr Hoffman’s Park Avenue showroom. 

“Wudda yuh think?” asked Bill. 

“Snap her up, boy!” I urged. 

It was that easy. Bill’s bid was a ridiculously low $1200, 
and apparently nobody else even bothered to submit one. 
Two ‘phone calls and twelve bills later Bill had himself 
just what he wanted: a true sporting machine that could 
double when necessary as a practical go-to-market car. 

“At that price, how wrong can I go?” mused Bill. 

It took us six months to find out. We picked her up, 
Portia that is, late one Friday afternoon and drove her home 
to Bill’s place. The trouble, not to say disillusionment, be- 
gan Saturday morning. 

What we hadn't known was that the GM test boys had 
put their 13,000 miles on Bill’s green gladiator in one week 
— ‘round and ‘round the old test track at something over 
one hundred miles in the hour. To make things more in- 
teresting, they’d installed a special rack for sliding weights 
in the rear compartment — over the kids’ seats — and used 
this ingenious mechanism to alter the usual Porsche over- 
steer. They were careful not to mess up the pretty corduroy 
upholstery — but wow, what those weights did for wheels 
and transmission! 

To make a long and tortuous story short and brutal, en- 
gine, transmission, rear-suspension and wheels ‘needed 
work.”” We weren't fazed. We'd counted on bringing our 
combined do-it-yourself talents to bear — and before you 
could say Stuttgart, we’d rented a VW service manual — 
Porsches are like VW’s, aren’t they? — and scattered parts 
all over the floor of Bill’s garage. That’s where we do-it- 
yourselfers held the upper-hand: labor cost us nothing. 

Unfortunately, labor isn’t quite enough, Occasionally you 
need parts. Even a “simple” design like the Porsche involves 
dozens of components, and before we knew it, Bill was out 

another six bills. Parts which looked and acted just like VW 
parts selling for, say, $13, suddenly took on new prestige 
and found themselves merchandised at a handsome $39. 


(Continued on page 59) 















































It’s love, it’s an Alvis... here we go again. 





2 
When in doubt—swap it. 


















Cockpit of early 3008 shows clutch housing cover 
and engine mount arch, plus pedal and frame lay- 
out. New Stewart-Warner gauge shows radiator 
outlet temp., inlet temp., above, Oil pressure right. 





Technical Report: 





Cams removed, finger followers and coil spring 
retainers are revealed. Six studded holes down head 
center are for water intake manifold. Some GP ; 


heads have 10 mm plugs, paired plug holes blended. 














Combustion chambers are subtle variation on 
hemispherical shape. All ports, including oval 
exhausts, have been cleaned up. Also visible are 
seat inserts, twin plug holes and cam drive cogs. 





Torn-down block, sump reveal many design 
features. Massive mains have radial web 
bracing, meaty studs which follow through 
for head. Integral split clutch housing has 
vents plus six-stud rear engine hanger. 














Fangio might 
have driven 
3008 instead 
of “Bazooka” 
at Sebring, is 
checking out 
new factory 
car. Tail squats 
low as he digs 
out of corner. 











Forged and machined crank is a nice piece of 
work, Small plugs were set near rod journals 
after passage drilling. Flywheel drive is 
multi-lug; helicals turn pumps, mags, cams. 


By KARL LUDVIGSEN, SCI Tech Editor 


HE men of Maserati are back on the move again. 
1957 promises to be their greatest season since 1948, 
when the twin-blown 4CLT’s won seven major Grand 
Prix races. That year the Maserati brothers packed up their 
ideas and hied to Bologna to build OSCAs, literally leaving 
the Orsis in the lurch. For three years Masers were abso- 
lutely nowhere in both GP and sports car racing and young 
Omer Orsi finally got fed up with this and set up a new 
racing department for ’53. Bellentani was hired, and did 
much good work until switching to Ferrari in 1956, while 
the great Colombo did consulting redesign on the Formula 
II car that was then current. This talent has gradually 
brought the emblem of the Trident to the fore again. There’s 
no better single symbol of this resurgence than the 300S 
sports Car. 

This machine, which promises to be a modern design 
classic, gave Maserati its first victory in a Sports Car cham- 
pionship event at Buenos Aires in 1956. It was then and 
still remains the mainstay of the factory team. In keeping 
with established Maserati policy the 300S has also been sold 
to private owners from the very beginning of the type, 
the first three cars coming to this country for the 1955 
SCCA season. 

In the three liter class this rapid six-holer is picking up 
where the Monza Ferraris (SCI, June, 1956) left off. Per- 





haps even more than the Monza the 3008S is well suited to 
maintenance and racing by private owners for whom it 
nearly assures a class win (in the absence of 300SLR’s) and 
gives a clear shot at an overall victory. Again like the Monza 
it’s based directly on a Grand Prix car from which it evolves 
very logically, as follows. 

When the 1954 GP Maserati (Type 250F) appeared for 
the first time in the Argentine Grand Prix of that year, it 
was seen to be a complete revision of previous concepts. 
Replacing twin tubes and a live axle were a new truss-type 
frame and de Dion rear end with rear-mounted gearbox. 
This being an immediate success, a much enlarged copy of 
the chassis was made and fitted with a 2.5 liter engine tuned 
to run on gasoline. Called the 250S it produced 240 bhp at 
7200 rpm on the bench, and after careful study of the 
D-Type Jaguar and the 1954 Le Mans Bristols the car was 
fitted with a very streamlined body with slight finning at 
the rear. 

This special made its debut at the 1954 Supercortemag 
giore race in the hands of Fangio and Marimon, who kept 
it in second place behind. Hawthorn’s winning three-liter 
Monza until shortly before the end. It was retired by the 
oil feed and foaming problems that were also plaguing the 
Grand Prix version at that time. Musso and Mantovani 
were wheeling a second 2.5 Maserati there, which had a 
similar engine mounted in a much-modified ex-two-liter 
A6GCS chassis. The only visible change was the addition of 
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POWER UNIT: 
Bore & Stroke (Engl. & Met.)...3.31 x 3.55 ins (84 x 90 mm) 
Stroke/Bore Ratio .............. 1.07/1 
lacement (Engl. & Met.)....182 cu. ins. (2991 cc) 
Compression Ratio ............. 8.6/1 or 9.5/1 
UNIROSS bs kc e s ckeeaees 3 Weber 45 DCO 3 

Max. bhp @ = caine s ccee nee 260 @ 6500 

ax, Torque, ft. @ rpm.. = nts 

LES careatn'ss 00. stews 6 gals. 

GN BINGE 55, 45 oes. ces Lodge RL 49 or RL 51, gap 0.025 in. 
Camshaft— Intake - Exhaust 


i ATC 
453 in. 


1.58 in. 
147 x 1.5 in. 





Iv 1/1 
Bevel combinations: ...... 11/15, 12/17, 11/16, 12/18, 11/17 
Spur gear combinations:........ 48/12, 47/13, 46/14, 45/15, 44/16 





lend] 








eee ee eee 51.3 ins. 
pe aE eee 49.3 ins. 
Suspension, front .............. Coil and forged wishbone, anti-roll 
r 
Suspension, rear ............... de Dion, parallel trailing arms, 
transverse leaf 
Shoek aheorbers ...........000.. le rotary type 
eae, BE ae orm and 
Si wheel turns L to L..... 3% 
Turning diameter .............. 2 feet 
Nh ced unc oo oWheabcs & Modified two-leading-shoe, twin 
ter cylinde: 
Brake lining area .............. 250 rom Hong * 
DEO | 's Sees oce 6 ksos seneeee ie Borrani wire, splined hubs 
WC iin boas csees ibavessskes 600 x 16 front, 650 x 16 rear 
Tire: PROMOUTOS 6.6 oc cc cep ecceccs 28 to 34 psi, approx. 2 Ibs. higher in 
rear 
GENERAL: 
RE Fi as sic aeee ec cnbwecsoc 165 ins. 
Ws ii inns o8hbsccucbesce 63 ins. 
Height (te cowl) .......i...00s. 37.5 ins. 
i ee ee 1700 
Fuel capacity—U. S. gallons..... 38 or 45 optional 
RATING FACTORS: 
Bhp per ORE NR E S eg Ce 1.43 
Bhp per sq. in. piston area....... 5.0 
qT (lb-ft) per eu. in......... 1.27 
ON OR er 


6.54 
max bhp........ 3840 ft/min 
Brake lining area per ton (dry). . 294 sq. ins. 











PERFORMANCE 
(8.6/1 e.r., 245 bhp) 





TOP SPEED: 165 mph 
ACCELERATION: 

From zero to Seconds 
ee ee seuh bwd ooeate 4.0 
ek wee died 5.5 
RS a ee 9.8 
ID © ive doe ied ie areca. » ise 11.5 
ee ee Pe Ce eae 14.0 
ee ors 19.0 


(Performance and development data supplied by Hans Tanner.) 


35 











a headrest, and the machine might have caused some alarm 
among the two liter class boys! 

Work went on after these experiments, the next step being 
a 2.8 liter version contrived by increasing the bore from 84 
to 89 mm, while holding the stroke at 75 mm, This however 
was unsuccessful in dyno tests and work on the 280B, as it 
was called, was abandoned. A new 2.8 was then built with 
a bore and stroke of 81 x 90 mm. Known as the 2808S, this 
was to be the basis for the production 300S later on. 

The 280S was built to run on alcohol fuel as was the 
250F Grand Prix engine, and in this form it gave 280 horses 
at 7500 rpm. In a hydroplane driven by Guidotti this engine 
scored a number of wins, and one of the alcohol versions 
was installed in the Supercortemaggiore car for testing at 
Monza. Villoresi caused a big uproar by lapping the old 
course with it in 1:59, a time not even reached by Grand 
Prix cars since the days of the 159 Alfa Romeo. At that 
time it was popularly believed that the Maserati was of three 
liters capacity and running on gasoline, while in actual fact 
the three liter engine hadn’t so much as been bench tested 
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Slid together here on shaft are six finger-type cam 
followers, showing holes which spray oil on cam lobes. 
Exhaust valve is heavy-sectioned near seat and fully 
finished. Triple coils look big enough, no? 


Use of seven mains in moderate-bore six-holer limits big-end 
bearing width, but rod strength is tops. These pistons give 
8.6/1 ratio. Hotter ones have much more peaked crown contour. 


Neat blending of radiator core and header tank promotes 
lightness, strength. Support is by two Silentbloc bushes 
at bottom and hose at top! Oval hole for starter shaft. 





then, This “stunt” shook up the opposition more than a 
little and improved factory morale at the same time. 

First full three liter built was the 300S Ex. With the 
oversquare dimensions of 92 x 75 mm this delivered 225 bhp 
at 6000. This was considered inadequate, so the 280S was 
resleeved up to 84mm—the resulting 300S engine putting 
out 245 horses at 6200 rpm. Steady development since then 
and experimentation with compression ratios have produced 
alternate ratings of 250 at 6700 and 260 at 6500, depending 
on the type of racing for which it’s set up. 

At that time (very late ’54) a second body similar to the 
Supercortemaggiore car was built, but before it received its 
coat of paint the new body style for the production three 
liters had been set and it was hustled back to the shop to 
have the fins rounded off the rear and a shorter, wider 
front end fitted. The original special test car received a 
300S engine, a coat of metallic blue paint and was sold 
to a customer. 

Official announcement of the new model was made at 
New Year's, 1955, and entry for Sebring was made specify- 

















ing two liter cars to avoid embarrassment if the new cars 
weren't ready. They did appear and took third and fourth 
places, setting fastest lap in the process. Spear, Lloyd and 
Cunningham acquired these plus one more and enjoyed 
reasonable success in U.S. racing. Behra drove the 300S to 
its first major win at Bari on May 15th, after a duel with 
a 3.75 Ferrari, and he and Musso were to do well through 
the rest of the attenuated 1955 season in these cars. 

Moss was a big help to Maserati in 1956, when the 300S 
won races at Buenos Aires, the Nurburgring, Frontiers, 
Paris, Silverstone, Bari, Caracas and in Australia. ’57 is off 
to an equally flying start, with Fangio’s Cuban win and a 
performance at Sebring which indicated that the 300S could 
have won outright if the new 4.5 had conked out. The 
three-liter’s practically bug-free now thanks to three years 


Left side of gearbox with cover off shows easy-changed 
bevel input to countershaft, and mainshaft spur that 
turns differential above. De Dion tube guide at left. 





of development in its own right, plus the additional infor- 
mation gleaned from the Grand Prix car, which still uses a 
nearly identical engine and drive line (see SCI, April, 1957) . 

Major structural difference between the 250F and 300S 
is the much longer stroke of the latter, the bore sizes being 
identical. In fact this Maser joins the Jaguar XK series 
engine as a long-stroked outcast in the days of the big, big 
bore. No attempt is made to rev these mills much over 6700 
which is just a shade below a piston speed of 4000 feet per 
minute—generally regarded as the working limit for modern 
racing engines. In return for moderation in this department 
the designers got a compact combustion chamber, in which 
fuel burning can easily be controlled and a high compres- 
sion ratio maintained without detonation problems. Such 
smooth burning is also good for torque, of which the 300S 
six has plenty. 

The block of the 300S extends from the centerline of the 
crankshaft up to the top of the cylinders which are capped 
by a conventional detachable head. The upper section of 
the block is nothing more than an aluminum alloy tank 


surrounding six nitrided iron wet cylinders. These are so 
closely spaced that the sealing flanges at the tops of adjacent 
cylinders have mating flats to prevent both interference 
and lining rotation. For its displacement this engine is re- 
markably short, thanks largely to the chummy snuggling 
together of these removable cylinders. A wholly cast block 
with these cylinder centers would have uneven cooling 
around the bores. 

At the bottom of the block—the upper half of the crank- 
case--is heavy ribbed webbing to support the seven main 
bearings. Fourteen long husky studs run upward from this 
webbing to clamp the head down, and downward to retain 
the main bearing caps which have two additional studs 
(total four each) to limit distortion as much as possible. All 
bottom end bearing shells are Vandervell lead-indium type 


(Continued on page 61) 


Torn-down clutch exposes cover plate and withdrawal 
levers, plus flat splined pressure plate. Three aluminum 
driven discs are splined to output hub at right. 
























Brake shoes(these are left rear) have 2LS layouts, are 
trussed for strength and lightness. Italians no longer 
go wild with tools, machining only where necessary. 
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Le Mans, 1921: Riding mechanic 
Ernie Olsen tries to wave ig one side 
Ralph De Palma and his mechanic 
Pete De Paolo in their French Ballot 
r so Jimmy Murphy in Duesenberg 

| can pass on narrow dirt road. 
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Herman Ringling, left, builder of the original Duesenberg body in 1921, and Karl Kizer, leading figure 
in the restoration program, show the rebuilt racing veteran. Board track front tires will be replaced 
with road tires upon delivery by Firestone. Work on car was done at Kizer’s Indianapolis machine shop. 


T was a hot, dusty Monday afternoon in provincial 

France when a dirt-caked American driver in a some- 

what battered American race car did something con- 
sidered. impossible. He won the French Grand Prix run at 
Le Mans. 

Jimmy Murphy, driving a Duesenberg with a_ hole 
through the radiator and two tires going soft, overcame the 
handicap of taped ribs and poor spoitsmanship to polish 
off a victorious ride at a record breaking 78.107 mph. Thirty- 
six years later, as the Le Mans of 1957 gets underway, a 
gleaming, restored Murphy Le Mans Duesenberg will be 
rolled into a place of honor in the Indianapolis Motor 
Speedway Museum at the site of the annual 500-Mile Race. 

In between that July 25, 1921, and the present time, this 
tremendous piece of machinery took part in a lot of auto- 
mobile racing. Built by Fred and August Duesenberg in 
their plant at Elizabeth, N. J., the four-wheeled jewel set a 
blistering pace at tracks like Beverly Hills, Uniontown, and 
San Carlos. But as is usual, after its days as a top contender 
were over, the valiant steel charger was relegated to the 
osbcurity of the country’s dirt bull rings. The formula 
change to smaller engines and single seaters at the end of 
the 1922 season had made the two-man 183-cubic inch Duesy 
obsolete. 

When Ernie Olsen, Murphy’s riding mechanic in the 


European event, discovered the machine in the rear of a 
storage garage at Long Beach, Calif., the sight that greeted 
him was not one of inspiration. Due to its constant down- 
ward path, the old battler had just about taken the last 
count. The tires were flat, the body gutted, dirt and rust 
covered everything, and innumerable small items either were 
missing or piled into boxes in a haphazard manner. 

The héavy-footed chauffeur who once held on to the car’s 
bucking steering wheel had a tremendous amount of cour- 
age, but his fortitude was no greater than the spirit of the 
men who picked up the decaying hulk of this former cham- 
pion to restore the automobile to all its former glory. They 
were instrumental in undertaking a mammoth task called 
“Operation Duesenberg.” 

First steps in rebuilding fell to Karl Kizer, founder of an 
Indianapolis machine shop operating under the name of 
Century Tire Co. Kizer’s background as riding mechanic 
with Earl Cooper provided the impetus for him to jump 
into the program with both feet. He began by hoisting the 
heavy, cast iron straight-eight out from between the frame 
rails and turning it over to former Duesenberg mechanic, 
Thane Houser, for disassembly. 

Preliminary examination revealed things could have been 
a lot worse, because it looked like breathing life back into 
the early-day bomb was well within the realm of possibility. 


The only American car to win a Grand Prix, 


the fabulous Murphy Duesenberg was rusting 


away to junk. Now it’s back in fighting trim. 





























































gear, vertical drive shaft for cam, water and 
oil pump at bottom of the shaft. 


This is famed Duesy single overhead cam layout, 
i} showing valve and rocker arm placement, bevel 
| 





Jimmy Murphy flashes across finish line to 
win 1921 French Grand Prix. Both the left 
front and right- rear tires were going flat, 
and the Duesenberg had a hole in the radiator. 


The engine derived its power from a displacement of 181.5 
cubic inches. Bore and stroke broke down to 214 by 45,- 
inches. And horsepower was rated at 125. This doesn’t 
sound like much, but with 7 to 1 compression ratios and 
gasoline which almost could pass for kerosene, such a read- 
ing was doing pretty good. 

The detachable cylinder head sported a single overhead 
camshaft, with valves opening into a hemispherical combus- 
tion chamber. Inspection of the head and valve assembly 
revealed a work of art which would be considered good 
design even today. The inner surfaces had no cracks or 
fractures, so the overhaul was held to making six new 
1-9/16-inch intake valves and seating all the others. 

The Duesenberg brothers were great believers in provid- 
ing clean scavenging, thus they developed a head containing 
two exhausts and one intake valve per cylinder. Steel cast- 
ing rocker arms were double fingered for the exhausts and 
had a single finger for the intake. Valve lift, which to some 
extent was an unknown quantity, was figured at approxi- 
mately 40 per cent due to a three inch finger length and 
a 134-inch cam follower length. 

The cam drive and lubrication system checked out in 
good order, with the cam being driven by a front mounted 
vertical drive shaft via upper and lower bevel gears. The 
oil system was a dry sump type operated by an oil pump 
interconnected to a water pump at the bottom of the shaft. 
Pressure lubrication moved the oil through the front cam 
bearing and drilled rocker shaft, with the drainage return- 
ing it in troughs grooved to flow the lubricant over the 
bevel gears. Drainage also took place through a tube be- 
tween No. 4 and No. 5 cylinder. 

The bottom half of the engine required more attention, 
and Kizer’s shop crew took special pains with the crank- 
shaft. The three main bearings for eight cylinders would 
make the hair of a modern design man stand straight on 
end, so the elongated steel shaft was subject to minute 
scrutiny for possible fractures in the metal. The crank was 
reground, the mains line-bored, and the front and center 
mains given new babbitt. The rear, which takes a huge 
ball bearing with a seven inch overall diameter, was re- 
placed with bearing #6220. 

One spot on the left hand side of the case showed evi- 

















This radiator shell was fabricated 
to take place of Miller grille 
that was stuck on car. 
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dence a rod peeked out at some time or other, but the 
rupture had been repaired long before the engine was torn 
down, and appeared to offer no problems due to weak wall 
structure. Actually, this single break is nothing short of 
amazing inasmuch as the tubular connecting rod has a 
center to center length of 834-inches. With a finned lower 
end for a wide journal surface area, the rod, aluminum 
piston, and steel pin assembly weighed 214-pounds. Finish- 
ing touches were put on the block by installing two new 
cylinder sleeves. Then the multitude of parts were turned 
back to Housev tor reassembly. 


The outfit that was handed the man-killing assignment 
of the whole reconstruction project was the body building 
team of Floyd “Pop” Dreyer, and his son, Floyd Jr. When 
the wreckage was plopped down on the floor of their spa- 
cious shop. Pop kept circling the machine like a wary boxer 
looking for an opening. Finally, he just stopped dead still. 
It didn’t make any difference where he started, everything 
was equally bad. 

In order to restore the chassis to its original condition, 
the job practically called for building a Duesenberg race 
car. The automobile could bear two dates, one when Fred 
and Augie built it, and one when the Dreyers built it. 

Father and son began operations by stripping everything 


Ball bearing is rear crankshaft 
main. Disc ts outer coupling of 
thermoid type U-joint. 


Tail piece, other body sections were made by referring to photos of the original car. 







Floyd Dreyer, Jr., left, and his father 
worked for three days to position 
shock absorbers. 





down to the frame to get a better look. The frame had 
been made up in the form of steel rolled channel, with a 
quick survey showing that front horns and side rails were 
bent. It became necessary to reshape the horns to handle 
the parallel elliptical front springs and to reshape the rails 
so a repositioned cross member could properly accommodate 
the Duesy engine. Work on the rear of the chassis entailed 
removing the springs from under the rails to their original 
outrigger position. It also was necessary to weld new mount- 
ing brackets to bolt on the Hartford shock absorbers. 

An entirely new radiator core and water tank, plus the 
necessity of creating a new Duesenberg radiator shell, 
started Pop off on what was to be a long, tedious body 
building program. The car was delivered in Indianapolis 
still retaining the Miller shell that Murphy had hung on it 
when he dropped a Miller engine into the chassis for the 
1922 Memorial Day classic. The Miller long since had been 
replaced, but the grille piece still remained through the 
aid of some bent screws and considerable good fortune. 

When Pop tossed it aside to build the shell, he decided 
to go all the way in constructing a new hood, cowling, cock- 
pit and tail paneling. Also needed was an oil tank, located 
under the floor of the cockpit, and an underpan to enclose 
all the lower cockpit fittings. The body was so badly cut up 


(Continued on page 65) 
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Meet the ‘Battle Bird’’, 


Beefed-up front end had unusual splined anti-sway 
bar that could be adjusted to favor one side or 

the other, and provide necessary reaction for 

severe cornering. Channel of aluminum sheet 
attached to each lower A arm directs flow of air : 
to brake backing plates. 


FOROS 400 HORSE T-BIRDS 


the Thunderbird’s 


fighting cousin. It packs 400 horsepower and 


boasts handling qualities to match. 


By WILLIAM CARROLL 


BIRD lovers at Daytona Beach a tew months ago 
were treated to the first public display of two experi- 
mental “flivvers” that might represent what's coming 
up for '58. Usually hidden in a police guarded garage be- 
hind an unclimbable wire fence, these two white, highly- 
modified Thunderbirds were as restricted as Marilyn Mon- 
roe’s girdle. A mob-like pit crew surrounded the cars at all 
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times, seldom lifting a hood or deck to permit inspection 
by the throng of curious, But S.C.I. got the story. By asking 
questions and shooting dozens of pictures we got the details 
shown here. é 

THe two Thunderbirels were “built” by Frank Coons and 
Jimmy Travers of Los Angeles, California. Sent to Daytona 
Beach for NASCAR Speed Weeks, they were stabled with 































Instrument panel on both cars included fuel gauge, 
two oil pressure recorders, water temperature 
gauge, and a tachometer installed upside down with 
tece of tape marking 6000 rpm. Toggle switches 

Fe a ete lights p> De 2 r tribe. wheel is 
used instead of a racing type. 
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Peter De Paolo’s fleet of Ford competition stockers, and 
referred to in local newspapers as “Ford’s Thunderbirds.” 
Dimensionally, they are true ‘Birds, with a basic frame 
and body shell. But brother, that’s all that came off the 
assembly line. The body was completely gutted, the entire 
dash panel removed and replaced by a lightweight cluster 
TOP: Not only were frames of hood and deck of readable pressure, temperature and rpm indicators. The 
punched out, but interior structural mem- 
bers were lightened as well. CENTER: Huge 
Firestone Super Sports racing tires and 
Halibrand magnesium wheels completely 
filled wheel housing of each car. Exhaust 
stubs were ducted between body and frame; 





passenger section is completely covered by an aluminum 
cowling, leaving room only for the driver’s head and should- 
ers. Two fuel tanks are used, the regular tank plus another 
almost filling the trunk area. The 12 volt battery is in the 
right rear fender, accessible by lifting the detk lid. A spare 


door louvers cool driver’s feet. BOTTOM: tire fits on the rear axle hump between driver and trunk 
Seven leaf rear springs are mounted on compartment gas tank. Lightness must have been a prime 
shackles which could be adjusted for height. objective, for all body, hood, deck lid and cowl stiffeners are 


moth-eaten with super-size lightening holes. A full length 
belly pan, used for straight-away runs, was removed for 
road racing to eliminate heat problems. 

Chassis modifications include installation of a huge 
| splined front torsion bar, with adjustable arms nailed to the 
lower A member near the ball joint. Front suspension coils 
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appear to be of Lincoln parentage—or Mercury at the very 
least. Rear suspension is by semi-elliptic leaf springs beefed 
up with an uncommon number of leaves tied to height 
adjustable rear shackles. Halibrand rear ends, installed in 
both cars, forced notching of the ‘Birds stock gas tank to 
provide adequate clearance. Cross finned brake drums (2/” 
shoes) are fitted all around, with Halibrand magnesium 
knock off wheels. All this unsprung weight is capably con- 
trolled by pairs of heavy duty tubular shocks. To minimize 
fade, rear brakes are cooled by heater blowers forcing ait 
through flexible tubing to the backing plates, a la Mexican 
Road Race Lincolns. 

For the chauffeurs (Troy Ruttman, Johnny Eames, Chuck 
Daigh, Curtis Turner, Marvin Panch) , there is only a nearly 
weightless, thinly-padded aircraft seat and wide web positive 
lock seat belt. Neat at hand, well back in the car appears 
the stub of a four speed Jaguar transmission, apparently 
selected by Ford engineers as a good representative stick 
shift. Steering is fantastically light and quick, only 114 turns 
lock to lock. The Lincoln engined Bird uses a hydraulic 
clutch setup, while the other car has a mechanical linkage 
arrangement. 

Under the hoods, these rare fowl are alive with startling 
experiments. One car carries a Lincoln block—the other a 
Ford 312 cubic inch hunk of iron. Each engine is moved 


Ford-powered T’Bird ran in sports car race without belly pan or blower, but with fuel injection. 


back six inches and lowered approximately four. Both have 
Scintilla ignitions, Hilborn fuel injectors, no fan, T’Bird 
radiators tilted well forward, extractor type exhaust headers, 
and special cylinder heads which might just be undergoing 
tests for 1958 production. Compression ratios are a modest 
10 to 1 except during an early test run. It seems the engi- 
neers wanted 15 to 1 compression, blown—and injected. It 
was tried. It blew. 

Underlying every modification of these unusual cars is 
care and attention to weight distribution, as witnessed by 
relocation of the battery, dual fuel tanks (more traction?) 
plus the “way back”, lowered and offset engine. It seems 
possible that Ford is serious about giving the Corvettes a 
hard time next year, And if they do—it will be the result of 
findings made during these first tests at Daytona. 

Performance wise — the 'Birds were little short of being 
domestic Ferraris. On second thought they should have been 
—for each of these finely-engineered cars must have cost 
nearly $20,000. 

In their first appearance on February 9th, the official 
['wo-Way Flying Mile Speed Runs—for experimental cars, 
the Fords (?) gave startlingly different performances. The 
blown injector Lincoln T’Bird blew up its engine and was 
listed thusly: “Not recorded as an official run.” All 400-odd 
horsepower had been frittered through the crankcase 
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RIGHT: T’Bird sporting Lincoln block engine appears sim- 
ilar to that with Ford block, shown below. Both have 
fuel injection setup with long ram tubes to improve 


torque characteristics at upper end. 


breather pipe. However, the Ford block ’Bird, driven by 
Danny Eames, made a one way scat of 153.126 mph, only 
.327 of a mile slower than the winner. 

Several days later, Danny Eames copped the acceleration 
tests with a 98.065 mph burst in one mile—from a standing 
start. This was done with the Lincoln block ’Bird running 
in third gear. Chuck Daigh took third spot with the Ford 
engined "Bird by dragging a 93.312 mph mark out of the 
electronic timer. 

Both cars were then entered in airport sports car races— 
but the Lincoln mill just couldn’t be made a solid sender. 
At that, it had been qualified by Curtis Turner at 79.852 
mph, with Marvin Panch bringing the Ford ‘Bird around 
at 77.419 mph. Belly pans used for qualifying were removed 
for racing the following day. Come race day, Panch gunned 
the Ford 'Bird (as No. 98) to a thrilling second position 
behind Carroll Shelby in a 4.9 Ferrari. This time the under- 
nourished ‘Bird was only injected, with its blower left at 
home to coo! off. 

in spite of the secrecy attempts, pictures were made of the 
cars, during refueling, tire changes and minor engine ad 
justments. Then in the white heat of road race battle, 
caution was finally thrown to the winds and we were able to 
accumulate additional photographs to detail these unusual 
cars for SPORTS CARS ILLUSTRATED readers. 


Another view of rear spring setup shows ported fin brake drums which contributed so much to 
the success of these cars. Tires were so large that they wore into body paneling at several points. 





a - 























SPORTS CARS ILLUs TRATED 


JULY ’57 


Everybody 
Had Power 


(Continued on page 27) 


was that the prototype had a standard in- 
jection setup, while the blue SS had the air 
metering valve mounted facing forward, 
connected to the cleaned-up plenum 
chamber by a cast elbow. A Fiberglas duct 
fed the valve with cool air from the low 
snout. Other than the possibility of dif- 
ferent compression ratios, there was little 
else to choose between the engines. 

Both cars had ducted air flow through 
aluminum-core radiators, plus extra 
header tanks and special water pumps. In 
spite of this the “bucket of bolts” had 
endless trouble with overheating and loss 
of cooling water, all kinds of hose rerout- 
ing and pressure measurements being tried 
to no avail. 





Pollack, 200SI Maser 
briefly led Class E. 


Horsepower of the blue SS as raced was 
probably a hairy-legged 310 horses, and 
being about 100 pounds lighter than a D 
Jag it had no trouble at all with that team 
coming out of the corners. Acceleration 
was slightly better than the 3.5 Ferraris and 
about par with the 3.8’s, which weigh 
about 1950 pounds dry. It couldn’t, of 
course, hold the 4.5 Maser though, and 
Fangio and Moss, used to this car, found 
the SS acceleration very good but not as 
staggering as they had expected. 

Everybody had power down there, but 
Maserati had more than most. They had 
the good sense to back it up with 
phenomenal brakes. Maser ;:ractice has re- 
cently been to use drums of moderate 
width but great diameter, and the binders 
on the 4.5 take this to an extreme. The 
rear brakes literally fill the insides of the 
16 inch wheels, while those at the front are 
much bigger than the rim and are com- 
pletely offset into the oncoming air stream. 
This was a practical, hard-headed way of 
meeting the problem and was an immense 
success. Only Behra ever extended the 4.5 
in the race, and that in the early hours. 
The rest of the run was easy but the brakes 
were always there if needed. This was good 
planning, but the masterly move was 
equippir.g boti: three liter cars with these 
huge brakes. As a result there was no 
question of fade on these cars. When Moss 
stepped up the pace at the eleventh hour 
to take second from Hawthorn’s D-Type, 
he had all the stopping power that he 
started with. Had the V-8 not lasted, 
Ugviini could well have won with his re- 
maining 300S. 

There was one error. The Maser de- 
signers felt that the lighter 300S would 
need less braking force than the 4.5, so 
the three-liters had a lower mechanical ad- 
vantage between master cylinder and wheel 
cylinders. Both Moss and Shelby com- 


plained that pedal pressures required were 
much too high, as a result, and Carroll had 
a numb right foot after three hours in 
#21. Maserati may go to servo assist. 
Jaguar’s highly controversial disc brakes 
were overhauled by Dunlop for 1957, to 
include a quick-change lining feature for 
the front wheels only. The calipers are 
much simpler, having one pair of rectangu- 
lar pads instead of three round pairs. Un- 
like some similar efforts this was speci- 
fically designed for quick pad removal, and 
the locking pin and withdrawing setup 
is very neat. To retain heat until it can 
be dissipated, the disc thickness has been 
increased from 14 to 5% of an inch. The 
resulting five pound increase in disc weight 
is balanced by the _five-pound-lighter 
caliper assembly. The Momo-prepared 
cars also had front brake hoses wrapped 
with asbestos to reduce the chances of 
vapor lock, a trick they learned in ’56. 


These efforts allowed the Jags to finish 
the race in reasonably good shape, in con- 
trast to last year, but brakes are still the 
weak point. Pads were changed on injected 
#5 at the mid-race point, and on the 
Hansgen/Boss #7 just before the end. The 
latter car didn’t press the binders much, 
but Hawthorn and Bueb used theirs up 
fast, and during the last two hours Mike’s 
car had only one functioning rear brake. 
He had no way of fighting off Moss’ steady 
advance. The improvements have helped, 
but the ability of the drum brake to store 
heat still scores on tight courses. 

Brake design at Ferrari has been influ- 
enced a lot by the layout on the ex-Lancia 
Grand Prix cars, which emphasized width 
and kept the diameter within the wheel. 
All four Sebring cars had front drums of 
twice the previous width, very closely pat- 
terned as to finning and mechanism after 
the Lancia. Resulting area is very high, 
but all but a fraction of the drum is 
shrouded by the wheel and the venting 
system is not so highly developed as that 
in the Maserati. Cooling wasn’t critical with 
the open-wheeled Lancia, but it turned 
out to be in the heavier more potent 3.8 
V-12's, with their surrounding bodywork. 
Collins was the Ferrari pacesetter, in a 3.8, 
and by the time he was through with his 
first stint at the wheel his car was virtually 
brakeless. The same fate hit the other team 
cars, and here also the. required pedal 
pressure was very high, driver suffering 
being considerable. Hydraulic servo systems 
were to be fitted to all cars just a week 
after the race. This will be an absolute 
necessity if, as rumored, aluminum lin- 
ings continue to be used in the 3.8’s. Lack 
of stopping power was the biggest single 
reason for the poor Ferrari showing. 

With only six months to design and 
build a new race car, Chevrolet needed 
bigger and wider brakes in a hurry. The 
choice frankly fell on the 12 x 214 inch 
Chrysler Center Plane mechanisms, as used 
in 1956 Chrysler products. Only Chrysler 
parts remaining were the shoes, cylinders 
and shoe pivots and retractors, linings be- 
ing the segmented Cerametallic type as 
pioneered by Chev for automotive use a 
year before. The moly-sprayed aluminum 
drums didn’t work out, as expected, and 
the final drums were basically cast iron 
with cross-finned aluminum muffs. On the 
more conventional Corvettes a bimetal 


drum was tried which had air venting 
holes drilled right through the braking 
surface. This is good in moderation, but 
the boys overdid it and the drums cracked 
up. Those cars had to settle for aluminum- 
painted cast iron drums. 

One of the SS development bugs was an 
apparent lag between pedal application 
and brake response. After theories of in- 
adequate line and vacuum capacity were 
discarded, the binders on the prototype 
finally wore in during Thursday’s prac- 
tice. It devolved that only the tips of the 
linings touched the drums at first, and 
that the flexibility of the shoe itself was 
responsible for the “delay”. 

All seven Corvettes at Sebring (four 
race, three practice) were equipped with 
a new and very clever device for limiting 
the amount of rear wheel braking force 
and thus preventing locking of the rear 
wheels. This was developed by an inde- 
pendent GM supplier, who unfortunately 
doesn’t want to be identified at this time. 
They were kind enough though to describe 
and demonstrate the unit to us in detail, 
but we haven't room here to go through 
the whole thing. Basically, there are sepa- 
rate vacuum servo cylinders for the front 
and rear systems, the front being directly 
connected to the pedal and the rear being 
independent but operating sympathetically 
with the front servo cylinder, When brak- 
ing effort reaches a certain percent of “g” 
deceleration, an angled mercury switch 
makes contact and instantly isolates the 
rear servo cylinder. From that point on 
rear braking remains the same while that 
in front can increase as needed. The angle 
of the mercury switch can be varied to 
compensate for brake, tire, road surface 
and weight distribution changes. It was a 
boon at Sebring, on the SR2 and the coupes, 
and is without question the most original 
feature on the SS. We can look forward, 
after this successful tryout, to seeing it in 
more conventional Detroit machinery 
where it is badly needed. 

As we mentioned, cornering and driving 
are not critical at Sebring, and the feeling 
was that the 4.5 would have won even 
with Mutt and Jeff at the wheel. Neither 
Behra nor Fangio were pressing it in the 
corners; they would just soft-shoe through 
and then STAND on it. The chassis layout 
isn’t new to Maserati, though the deDion 
tube does run behind instead of in front 
of the new rear-mounted gearbox. Like 
the three-liter cars, the 450S understeers 
but can be broken away and controlled at 
the rear by either throttle or steering 
wheel. Doing it with the throttle is helped 
by the nearly-locked ZF differential. ‘Ihe 
Moss/Schell car 20 had an early frame with 
big lower tubes and a smaller-size truss 
framework above, but was rebodied in the 
latest “gilled louver” style. Upper and 
lower tubes in car 21, for Shelby/Salyadori, 
were of equal size, but bodywork was 1956 
type, or as sold to private owners. 

The D-Jags still understeer so much 
that the tail must be broken loose for 
slow corners, and this looked like a hairy 
operation at times. Well-known Indy and 
sprint car handler Pat O’Connor had a 
ride in Jack Ensley’s new D, as did Swei- 
kert last year. Like most other U. S. profes- 
sionals, Pat tends to go very deep into the 


(Continued on page 52) 
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The need to hold upper limits on gas 
speeds points up the demand for huge 
ports and valves to match. Similarly, the 
critical port diameter is provided by the 
narrowest section, and as seen above 
there’s no chance to make up by enlarg- 
ing other parts of the port. This makes 
us question certain Ferrari and Maserati 
layouts which feature ports tapered sharp- 
ly toward the valve. This would place the 
critical cross-section right where it’s least 
needed: at the valve seat. The laws of fluid 
friction are severe, in that a one inch 
port has 2° or 32 times the surface friction 
from turbulence found in a two inch port. 

Excessive turbulence at the valve could 
shut things right down, and this seems to 
have been the case with the 44 liter Fer- 
rari six at Indianapolis. Apart from slov- 
enly preparation, even with the lowest 
feasible gear the engine wouldn't rev over 
6100 on the straights. Fitted with a short, 
open Hilborn injector, each port was most 
restricted right at the valve seat, where 
nominal gas speed was reaching 250 feet 
per second at the above rpm. This killed 
intake efficiency, not because of its mag- 
nitude but because of its location. The 
sports version of the 4.4 got away with it 
because its carburetor venturi took the 
initial blow and prevented all the turbul- 
ence from boiling up right at the valve. 

The 1500/RS Porsche and the Lancia 
and Mercedes-Benz Grand Prix engines 
demonstrate among others the value of a 
huge port with a uniform’ diameter 
throughout, or at least with the narrowest 
point some distance from the valve. The 
new BRM engine may also fall in that 
category. 

INTAKE TUNING 

One of the most talked-of modern tech- 
niques is known as intake tuning, and 
this trick in particular demands a separ- 
ate induction system for each cylinder. 
Simply put, intake tuning or “ramming” 
takes full advantage of the pulses or waves 
that travel back and forth in the air col- 
umn before the valve. Each pulse begins 
at the valve when it opens during the suc- 
tion stroke, and in the. form of a low- 
pressure wave it travels toward the at- 
mosphere. In the open such waves travel 
at the speed of sound, but their speed de- 
creases inside a pipe and lessens further 
the smaller the pipe and the colder the 
air. A rough value is 1000 feet per second, 
so it can be seen that this has nothing to 
do with gas velocities. 

When the depression reaches the outer 
end of the intake pipe it’s reflected by the 
atmosphere in the form of a positive pres- 
sure wave, which returns to the valve at 
the same speed. The designer’s job is to 
set the pipe length so that the pulse will 
return just as the valve is opening again. 
If he turns the trick that pulse will not 
be wasted and the engine will get the full 
benefit of its suction efforts. 

Since the intake pipe length usually re- 
mains constant and the time from pulse 


to pulse depends on the rpm, an engine 
can be ram-tuned only for a very narrow 
band of revolutions. Tuning can thus be 
used either to augment an existing high- 
output point, such as maximum torque 
or peak horsepower, or it can bolster a low 
point in the power curve. The necessary 
lengths can be calculated from the rpms 
involved, and Colin Campbell has already 
done much of this work. His distances, 
which follow, are measured from the open 
pipe end to the centerline of the piston 
crown. 


rpm length, inches 
3000 31 
4000 23 
5000 18% 
6000 15% 
7000 1314 
8000 11% 
9000 101, 
10000 914 


To illustrate, the Mercedes 300 SLR 
engine reaches its torque peak around 
6200 rpm and its horsepower peak nearer 
7500. The straight length of its big inlet 
pipes is about 1414 inches to the cylinder 
centerline, which corresponds to 6500 rpm 
on the chart. This is clearly not a coin- 
cidence. Be it noted also that in 1954 the 
W196 engines ran with intake ducts curved 
down from an air box near the intake 
camshaft. A major 1955 change was the 
banging out of the bodies so that air could 
be given a die-straight run down from a 
relocated air box. Didn’t look as nice, but 
what an air consumer! 

Intake tuning only works well and con- 
sistently if the intake system is free from 
bumps and crannies which tend to damp 
out the pressure waves. Such obstructions 
only hamper the effectiveness of tuning 
and heat up the incoming charge slightly. 
Consistently large ports minimize turbul- 
ence and help out here just as they do in 
the case of gas velocities. Also, the well- 
known flared outer pipe end smooths out 
the air flow at that point and can up the 
output of a hot engine by as much as two 
per cent. The biggest offender, though, is 
our old friend the carburetor, wh:ch de- 
serves a section to itself. 


CARBURETORS 

It’s a wry reflection on the ways of rac- 
ing that fuel injection appeared and was 
proved on the circuits a full three years 
ago, and yet remains the object of grudg- 
ing mistrust on the part of most Grand 
Prix designers. Credit for this state of af- 
fairs must go to the carburetor manu- 
facturers like Weber and Solex, who have 
moved rapidly to keep pace with engine 
developments. 

Instigated largely by Ferrari, Weber's 
biggest step was the perfection of carb 
systems to provide a separate choke for 
each cylinder. This done, they were rid of 
the shackling meanderings of manifolding 
and could concentrate on air flow and 
metering. Right off the bat, this cut out 
the biggest single “advantage” of fuel in- 
jection, for equal distribution and intake 
tuning effects could now be obtained on 
carbureted engines. 

One rough problem remains, though, 
that will always call for compromise. To 
keep up volumetric efficiency through low 


» speeds calls for the least possible re 
striction at the carburetor venturi and a 
very low pressure drop at that point. Some 
authorities feel that the venturi area 
should be not less than 88 per cent of the 
inlet pipe area, and most agree that angles 
of incidence should be low and the throttle 
valve smooth or non-existent. 

A low pressure drop is easy to get but 
severely limits the carb’s chance to pro- 
vide the correct air-fuel ratios up and 
down the speed range. Low maximum gas 
speeds ensure power at the top end, but 
can mean poor middle and low rev per- 
formance if mixture correction features 
are sacrificed. This is almost inevitably the 
case if the designer has only a small pres- 
sure drop to work with, for it’s this that 
supplies the power to operate his com- 
pact hydraulic system. 

Ever since motorcycles began, the old 
standby of the special builder has been 
the Amal carburetor, which - sacrifices 
everything short of its self-respect for top- 
end power. Little more than a constant- 
flow port injector, it has a vertical slide 
throttle that’s completely out of the way 
when fully open. For maximum output 
it’s hard to beat, but there’s usually very 
little in the bottom two-thirds of the range. 
An incidental problem is the tough con- 
version to the very different operating 
conditions of the automobile. 

At the other extreme lies Solex, whose 
technicians have been the latest to plunge 
into the racing field. Their horizontal and 
vertical competition layouts have made a 
lot of progress in the last few years, but 
since they retain the excellent air correc- 
tion system of their production units they 
can’t pass quite so much air as their com- 
petitors. For proper fuel metering, though, 
they’re among the best in the business, 
and Solex carbs are the most tractable 
that can usefully be fitted to a racing car. 
Once set, also, they remain in adjustment 
indefinitely. 

Webers have compromised to best ef 
fect, in that they compensate better than 
the Amals while passing more air (or al- 
lowing lower velocities) than the Solexes. 
Moreover they’re ava lable in szes that 
Amal never dreamed of, their 2.28 inch 
bore for Ferrari 553’s and 750’s being the 
top yet recorded. Many early experiments 
were carried out with single-choke units, 
such as the 45 mm Webers that fed the 
first Ferrari four in 1952. Once the operat- 
ing conditions were known, twin-choke as 
semblies were laid eut to share a common 
float chamber. Webers have an edge here 
too, by the way, since their float chambers 
keep fuel at the jets even under extreme 
cornering loads. 

Vibration of the four-barrel Ferraris 
brought up some fuel frothing problems, 
and the early versions carried thick rub 
ber blocks bolted between the carburetor 
and head flanges. 

\ strong sign in favor of Solex equip- 
ment is its continued use on the Ferrari- 
modified. GP Lancias, after testing during 
the winter of '55 had reputedly yielded 
more horses from Webers. They may be 
reaching for low-down power, which is 
weak in these cars, and initial Lancia de- 
velopment was also carried out with 40 
mm Solexes. 

To be continued next month 
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Skull Busting 


(Continued from page 23 ) 


note are those of the Road Rescarch 
Laboratory, the Royal Air Force in Eng- 
land, and the Institute of Transportation 
and Traffic Engineering of the Univer- 
sity of California at Los Angeles. In the 
field of establishing standards, the British 
at present are well in the lead, for in 
1956 a revised set of standards was pub-. 
lished which established criteria far su- 
perior to any used here, including those 
used by the U.S. Air Force for the pro- 
tection of its pilots. 

The Snell Study Plan was set up to 
cover several phases of helmet testing, the 
first of which has now been completed. 
This first step was designed to compare 
the efficiency of protection provided by 
the more popular brands of helmets on 
the U.S. civilian market against a single, 
severe impact. This was a “maximum 
stress” type of test, deliberately set to ap- 
proximate the upper limits of impact 
force at which if the head could be pro- 
tected, survival might reasonably be ex- 
pected. This type of test was selected as 
the first step in order to as quickly as 
possible eliminate the need for further 
tests on those helmets which were found 
to be grossly inadequate, and of use only 
in protecting against minor, uncomfort- 
able blows. 

The test impact thus chosen was. set 
to provide 500 ft. lbs. force, determined 
to be that incurred by an “average 
weight” head (and helmet) mass striking 
a fixed surface at a velocity cf approxi- 
mately 34 miles per hour. The test further 
differed from studies done elsewhere in 
two respects. Firstly, thé site of impact 
was selected to be the temple area; this 
was chosen after analysis of both Ameri- 
can and British accident statistics had 
shown temple blows to be both more 
common, and even more important, more 
apt to be fatal than blows in other areas 
of the skull. Most tests previously have 
used the crown of the head as the test 
site; blows here are not only less com- 
mon but also far less often of serious 
nature in actual accidents. This is demon- 
strated in photograph #1, of a helmet 
actually worn in a fatal accident. 








Secondly, the test procedure differed in 
that the helmets were tested on human 
cadavers. This made possible a much 
more reasonable comparison with actual 
accident situations than if a rigid, “arti- 
ficial head and neck” were used, since 
it was felt that the resiliency of the 
human neck structures might well be an 
important factor in the cushioning of 
blows. This use of a cadaver head also 
made for a readily measurable end _ re- 
sult, since both direct examination and 
X-ray of the skull for fracture could be 
used to determine the effect of the impact. 

Photographic records were made of both 
the helmets and the skull X-ray after im- 
pact; these demonstrate better than many 
pages of written description the lack of 
protection provided by all but one of the 
helmets. The helmets were then taken 
apart and their constructional character- 
istics tabulated, as indicated in the ac- 
companying table. Obvious defects de- 
termined from this examination are also 
included in the table. 

Of special interest are the very severe 
fractures shown in the X-ray of the Gen- 
tex helmet test. These result from a fea. 
ture of particularly poor design—the use 
of the projecting wingnut and bolt and 
small wooden stop block used for the face 
shield. Such projections served to concen. 
trate most of the striking force onto one 
small area, preventing its distribution, and 
allowing a far greater force per square 
inch to be developed than any helmet 
could possibly withstand. 

Also worthy of note is the complete 
lack of protection offered against fracture 
by the Cromwell helmet, as shown by the 
very severe fractures in the X-ray, even 
though the shell of the helmet itself re- 
mained unbroken. This is an excellent 
demonstration of how impact forces may 
be transmitted through the shell, without 
significant change in the shell itself, when 
there is no energy-absorbing liner ma- 
terial utilized. Similar “protection” might 
be gained by the old-fashioned leather 
helmet used years ago. 

The most dramatic protection in all of 
these tests was provided by the Toptex 
helmet. This could not be attributed to a 
superior shell, for its shell did not dif- 
fer significantly from the other Fiberglas 
shells. The vital difference lies in the use 
of a unique type of liner. This was the 
only helmet to use a completely non- 
resilient, energy absorbing type of liner 
material, which absorbed rather than 


transmitted most of the impact force. 

The use of such a non-resilient lining 
material is felt by the Snell Study to be 
of the utmost importance in protection 
against severe impact, both from theo. 
retical considerations of basic physics and 
from the practical demonstration provided 
by these impact tests. This type of liner, 
utilizing the principle of energy absorp. 
tion, has now been recognized by the 
British to be markedly superior, and is 
the type which their recently revised 
standards recommend. 

As a result of this first phase of the 
Snell Study, it became immediately ap. 
parent that no helmet available on the 
open, civilian market could completely 
meet the minimum standards required. 
(The Toptex helmet, which passed the 
impact test with flying colors, was a police 
motorcyclist model, and was fitted with 
an inadequate chin strap and fastener.) 
These findings were made available to 
the manufacturers who had cooperated 
with the study, and have evoked extreme 
interest on their part. One of the manu. 
facturers immediately stopped production 
of the model tested, and both that firm 
and several of the others are now work. 
ing on a new type, incorporating im- 
proved design features, particularly that 
of a non-resilient type liner. Several such 
pilot models have already been submitted 
to the Snell Study for further evaluation. 

With these improved models the next 
phase of the Snell Study plan will begin. 
This will include measurement of accel- 
eration of helmet contents after blows of 
known magnitude using electronic re- 
cording apparatus, tests to measure abra- 
sion resistance and penetration resistance 
of the shells, and measurements of 
strength of head harness, chin straps and 
fastening devices. 

This cooperation on the part of most 
of the American helmet manufacturers 
has been one of the most gratifying fea. 
tures of the entire testing program thus 
far, for it expresses in the best possible 
way the desire of all concerned to make 
less likely the repetition of the type of 
accident which started the Snell Study on 
its way. With such cooperation, it would 
be reasonable to expect that a far superior 
type racing helmet will-soon be avail. 
able for the racing driver. If this stirring 
up of a storm by the friends of Pete Snell 
can attain such a goal, the Snell Memorial 
will indeed have become a living tribute. 

—Dr. George Snively 
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HELMET McHal Bell Anderson Gentex Toptex Cromwell 
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type Fiberglas Fiberglas Fiberglas Fiberglas Fiberglas pressed fibre 

thickness 075-125” 110” 125-250” .052-.135” 070” -190” 

og resilient resilient resilient resilient non-resilient resilient 

thickness ser 13/16” 1/2” 11/16” 1/2” 1/4” 

pater cotton nil cotton nylon cotton cotton 

a stitching nil rivets rivets cement stitching & cement 

attachment eve itd 

CHIN STRAP ent 

attachment rivets rivets stitchin e rivets rivets cement & stitching 

fastener backle buckle buckle buckle snap buckle 

COMMENTS inadequate _ inadequate inadequate inadequate excellent inadequate 
liner; liner; liner ; liner; liner; should liner; should 
should rivet should use should rivet should remove improve fastener use fiberglass 
harness harness chin strap surface projections on strap shell; should rivet 
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} ext to your first threshold, being carried away by your first Triumph $2625. plus tax and license at U.S. ports 
the thrill of a lifetime. of entry. (Slightly higher West Coast ports.) 
Wire wheels, hard-top, rear seat, white wall 
la mere moments after you’ve settled into your deep, leather bucket tires and competition kit, etc. optional extra 
SPECIFICATIONS : 
BRAKES: Girling disc brakes on front wheels* 
TOP SPEED: 110 MPH 
MILEAGE: up to 35 MPG 
ENGINE: 4 cyl. (OHV) 1991 ce 





ats you’re swinging around curves...roaring down the highway... 
¢liding through traffic, hugging the road as though your wheels were 
n tracks. This kind of suspension is for you! 


he sleek, low-slung body keeps the center of gravity close to the ground ovTPUT: 100 BHP 
.neyer a “sway” or “rock.” The wishbone-type suspension is firm, ACCELERATION : 0-50 in 8 sec. 
compensating for turns or road conditions with independent wheel- MAINTENANCE: 


Parts and service 
available coast to coast! 
Free Brochure and 


a dealer list on request. 
with driving. So you see love at first sight can end in perfect unity... Write now —for fun! 


action that holds its ground with incredible stability. The new Girling 
dise-type brakes* are always at your command — rain or shine. Yes, 





you’re soaring... but you’ve never been as safe, as sound...as thrilled 


when your choice is a Triumph! *A Triumph-plus ...as standard equipment. 


STANDARD-TRIUMPH MOTOR COMPANY, INC., Dept.G-7 * 1745 Broadway, (at 56th St.), New York 19, N.Y. 
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BUY YOUR 
VOLKSWAGEN 
ACCESSORIES 


FROM AN AUTHORIZED 
VOLKSWAGEN DEALER 









































































































VOLKSWAGEN FLOOR MATS 





and BE SURE 


















VOLKSWAGEN FUEL GAUGE 2201 


Know your fuel level wherever 
you are. Estimate your miles 
per gallon as you drive. Stop 
guessing. Attractive matching 
instrument panel mounting of 
this accurate fuel gauge. Indi- 
rect lighting with red warning 
when gas level is low. All me- 
chanical, simple to install, 
gives steady reading even on 

rough roads. $12.95 — 





FOLDING GEARSHIFT 7713 
This VW gearshift lever folds down 
when not in use and gives additional 
leg-room which makes it easy to get 
in or out from either side. Cannot 
fold accidentally. $8.95 





INSIDE LUGGAGE PLATFORM 8877 
Get Station Wagon utility from your 
VW Seden with this Rimi luggage rack. 
Attaches behind and to your rear seat 
so that seat can be folded forward and 
you can use more than 33 cu. ft. for 
heavy and bulky objects without danger 
of damaging upholstery. $18.75 


Insulate against cold, heat, and 
noise; fit exactly; are remov- 
able. Elegant. Covers entire 
floor front and back. 


Sisal, natural & red 8801 
nat. & green 8803 black & red 8805 


red & blue 8807 silver grey & blue 8809 


dark brown & yellow 8811 $14.95 
avail. for transporters 
natural & red for Karmann-Ghia 8813 


$24.95 


in carpeting dk. brown & yellow 8819 


grey & red 8821 grey & blue 8823 $24.95 
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KEY CHAIN & BLANK 


A special Wolfsburg Coat-of-arms 
key and chain to match. Make at- 
tractive gifts. 
















E $1.95 
Chain only 1055 $1.50 
GOLD KEY CHAIN BLANK 1001 
Your own car key in gold with the 
VW monogram. Any locksmith can 
match it to your standard ignition 
key. $1.25 
CUFF LINKS & TIE CLIP SET 1047 
Conversation pieces in your cuffs and 
on your tie. The Coat-of-arms of 
Wolfsburg, the home of the Volks- 
wagen factory. $4.95 
LEATHER KEY CHAIN 1005 
Keep all your keys on the VW mono- 
grammed key chain. $1.75 
TIE CLASP KEY 1003 
Novel, smart Volkswagen tie clip. 
$1.50 


SUN VISOR 8891—Right 8889—Left 
Nicely upholstered or padded and 
covered with simulated gray leather. 
Also available for right side with 
neatly recessed mirror. §893 $5.95 


in the event your V.W. dealer does not have the items you need, simply order by number 
from us and we wil! “il! your order either through your dealer or direct. 


WORLD-WIDE AUTOMOBILES CORP. 


Authorized V olkswagen distributor 


Dept. S$ 49-12 Newtown Road, Long Island City, N. Y. 





























This little bundle promises to be one 
of the hottest engines per inch and per 
pound that’s come along in many a moon. 
It’s Ferrari's new 91 cubic inch V-6 for 
international Formula II racing. Output 
claims for this engine have verged on the 
fantastic, and Ferrari still claims the ru- 
mored amount: 190 horses! The fly in the 
Sta-Lube, gentlemen, is that these are“CV” 
rated horses — the Italian and French dyno 
system which, like German “DIN”, doesn’t 
correspond directly to any of our rating 
systems. Even so, 175 bhp doesn’t seem 
unreasonable, which is still a whopping lot 
for a 114 liter car running on 90/94 octane 
fuel, as claimed. 

In some construction details and, we 
think, especially in valve gear, this mill is 
like a shrunken edition of the front six 
cylinders of Enzo’s latest 60 degree V-12 
sports car engine. This picture was clev- 
erly taken from the back to conceal some 
critical details, but this undoubtedly also 
has a roller chain drive to the four cams. 
Crankcase and oil passages (which stand 
out like veins on the back of the engine) 
look a lot like those of the V-8 Lancia 

| Grand Prix engine which will be reviewed 
in detail in the September SCI. Twin 
mags can just be seen, driven off the intake 
cams and igniting two plugs per cylinder. 
This engine is yet another example of 
the bends in porting that are necessary 
to squeeze twin-throat carbs between the 
banks of a narrow vee. 

Statistics: Bore and stroke are 2.92 x 2.54 
inches (74 x 64.5 mm), displacement 1490 
cc. 190 CV are turned out at 9200 rpm on 
a 9.5/1 compression ratio. The engine 
weighs 277 pounds. The car to go around 
it will be a lot like the Formula I Ferrari- 
Lancia, with rear-mounted clutch and 
gearbox, space frame, etc. Wheelbase will 
be 85 inches, will sit on 15 inch wheels. 
‘Total dry weight is.to be 1130 pounds, 
which gives less power per pound than its 
English competitors, but this should un- 
wind like a mainspring down any decent 
straight. Also watch for this engine in a 
Class F sports car, plus a two liter V-8 
edition. 
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» Jim Whipple — CAR LIFE 


“Ten Years Ahead of its Time” 


“Your first look at the CITROEN DS 19 tells you that it’s different...the sloping 
nose, underslung air intake, long low body and narrow pillars, the rear turn 
indicator lights streamlined into the roof...all these things give the DS 19 a 
marked resemblance to the sketches of dream cars...but nothing about this 
amazing car prepares you for your first drive.” 


» Pete Molson — MOTOR TREND 
“Left Incoherently Babbling in Wonderment.” 


“Hunt up the worst road available...one with big bumps, dips, as we did, a one 
lane dirt track rutted by mountain storms and totally unmaintained...and you 
can hurl CITROEN over it with only occasional light thumps from the under- 
pinnings. Three consecutive carfulls of our own passengers were left incoherently 
babbling in wonderment. So what is there to say? It has to be experienced.” 


> Ben West — SPORTS CARS ILLUSTRATED 


“A Riding Comfort and Safety that must be 
Experienced to be Comprehended.” 


“Suspension characteristics are certainly the most outstanding encountered... There 
is French legend that should a CITROEN be accidentally driven off a mountain 
bend, into thin air, the driver needs only sufficient power at the front wheels to bring 
him safely back to the road. After five days of testing the DS 19, this tale does not 
appear too ‘far-fetched’.” 


>» ROAD TEST REPORTS 


from the EXPERTS on the 
| 
Pe TF 


the new CITROEN 


The DS-19, distinctively French... Unmistakably CITROEN, 
combines chic Parisienne elegance with the 
road-hugging power of a Monte Carlo Winner. 
See the DS-19 in the Citroen Showrooms today, where the 
most advanced expression of automotive design awaits you! 


FOR CITROEN DEALER NEAREST YOU, WRITE THE DIRECT FACTORY BRANCH: 


CITROEN CARS CORPORATION 


300 PARK AVENUE, NEW YORK, N.Y., ELDORADO 5-2872 
8423 WILSHIRE BLVD., BEVERLY HILLS, CALIFORNIA, OLIVE 3-4745 
e : 

THE CITROEN DS 19 IS THE ONLY CAR, COMBINING AS STANDARD EQUIPMENT ALL 

THESE EXCLUSIVE FEATURES: FRONT-WHBEL DRIVE—MONO. HELL BODY ® NEW DS 19 

OHV ENGINE WITH DUAL THROAT CARBURETOR ®© POWER DISC-BRAKES ® INDEPENDENT 

FRONT AND REAR BRAKES ® CENTRAL HYDRAULIC SYSTEM WITH AUTOMATIC *CLUTCH 

AND AUTOMATIC GEAR-SHIFT ® CITRO-SAFE® ““NO SPOKE’? STEERING WHEEL © SAFETY 
DASHBOARD ® EXCLUSIVE CENTRAL FIXATION OF THE WHEELS ® LOWEST CENTER OF 

! 
FREE! Send For GRAVITY e UNIQUE CITMATIC® AIR-OIL SUSPENSION...THE ONLY SUSPENSION 
Complete ROAD TEST Reports! THAT ACTUALLY FLOATS YOU ON AIR OVER THE ROAD! 
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World Famous .. . SALA-SPORT 
DRIVING GLOVES 


Finest quality Italian leather. Two-tone $ 95 
brown or white back with tan palm, both 7 
styles with reinforced double palm. Ladies’ 
Calif. add 
4% sales tax 


and men’s sizes: 6 ¥2 to 10. 
, IMMEDIATE DELIVERY 





oO 











NON SLIP GRIP . 
@ LOCKS INTO YOUR FAVORITE POSITION e $695 
© INTERCHANGEABLE MIRROR © 5 
@ MEETS F.I1.A. RACING SPECS ® 8s ay 
@ SHATTERPROOF GLASS @ 
CAN BE PAINTED TO MATCH YOUR CAR 


or rerryreniama ‘SPUN ALUMINUM . . . 534 oz. 
@ FLAT OR CONVEX GLASS @ SWIVEL BASE e 
@ ANODIZED ALUMINUM e 4% sales tax 
VILEM B. HAAN 








P. O. BOX 54 


10305 SANTA MONICA BLVD. @ WEST LOS ANGELES, CALIF Beverly Hills, Calif. 


CRestview 3775 BRodshaw 2-4700 














Is your leather or plastic 
upholstery faded or worn? 
RamCote restores the 
Original color and texture 
to your car’s upholstery. 
You can change color, 
too! Available in eleven 
standard colors and clear. 
Any shade obtainable by 
inter-mixing colors. Easily 
applied, brush or spray. 


Engine & Clutch 


BALANCING 


7 SPORTS CARS 
7 RACE CARS 
7 INDUSTRIAL 


Precision electronic, dynamic, kinetic balancing of 
engine components, crankshafts, flywheels. 
*« MAGNAFLUXING ¢ COMPETITION TUNING 


AUTO ENGINEERING, INC. 


(Formerly Hansen MacPhee) 


436 MARRETT ROAD, LEXINGTON, MASS. 
Telephone VOlunteer 2-0305 


Restores — Colors 

Protects Leather 

Legtherette ond 
Viny! Plastic 





Wor.'t chip or peel. Water- 
proof — fadeproof. Use on 
Luggage, Sports Equip- 
ment, Lounge Chairs, etc. 
See your local dealer or 
write for FREE informa- 
tion and color chart. 


RAMCOTE PRODUCTS 
1141 W. 69th St. 
Chicago 21, lll. Dept. SC-7, 


























AT LAST... 


supercharger with 
enough manifold 
pressure to bea 


REAL 
SUPERCHARGER 


— Artal Flow ZS 
Supercharger 


Inquiries from sports car enthusiasts and dealers 
are welcomed by . 


LATHA MANUFACTURING CO. 


P.O.Box 165 W. Palm Beach, Fla. Dept. S-7 





This is a typical easy-to- 
install Latham Supercharger 
in a Corvette. 





























Everybody Had Power 
(Continued on page 46) 


corner before swinging the helm and cut- 
ting across, a technique which demands 
even more understeer if the car is to come 
out of the bend in a clean and stable drift. 
Pat was happy with the D’s rear end be- 
havior, and additional understeer was put 
in by taking up on the rear torsion bars, 
which shifted weight fractionally forward. 
By hand timing through several of the 
slower corners the O’Connor/#8 combina- 
tion was just about the fastest cornering D- 
Type, but was still not so good as any of 
the factory Maseratis or Ferraris, not to 
mention the rapid RS Porsches. 

Ferraris were as quick through the bends 
as any team. Portago in particular was 
astonishingly fast and clean in the slower 
sections, and Collins, Musso and Hill did 
very well by the cars too. The twelves han- 
dle very much like the Maseratis, but are 
stiffer sprung (if possible) and ride higher 
at the rear. This year’s chassis is sup- 
posedly a new design, but if so it’s only 
a detail development over the ’56 modcl 
which itself goes back to 1953. This is in 
line with Ferrari policy of drawing heavily 
on experience, which gives them a seldom- 
erring ability to adjust cars quickly to 
course. When Phil Hill was out on Thurs- 
day’s practice he found that the back end 
vended to get out of line too soon, caus- 
ing him to use up too much road in try- 
ing ic hold a drift. This noted, tires and 
pressures were adjusted, and on Friday the 
Hill machine was dead on. 

Sensation of Friday practice was of 
course the fast Moss and Fangio lapping 
in the SS Corvette. Suspension on this car 
is very light and simple, with parallel 
wishbones of nearly equal length at the 
front and a commendably uncomplicated 
de Dion layout at the back. Coil-cum- 
shock units were used all around. A lot 
of extra coils were brought along, those 
at the back being changed several times 
in search of the right combination. Re- 
sult was that both the august handlers 
above thought very highly indeed of the 
SS’ roadholding and _ steering response. 
Fangio in particular likened the car to the 
Maseratis in this respect, commenting that 
like the Masers its semi-locked rear end 
allows ready throttle steering when blast- 
ing out of corners. In three laps Juan had 
gotten his time down to 3:27.2, the best 
previous time in that prototype SS hav- 
ing been 3:33.3. 

Rather than being critical, though, 
Fangio is known for an utter indifference 
to whatever happens to be under him. He 
just makes it go as fast as is necessary. 
Moss however is known for saying just 
what he thinks, and after the SS ride he 
was pleasantly surprised. After being flagged 
in once for a tire check he got his time 
down to 3:28, feeling that if needed he 
could lop two or three seconds off that. 
Stirling was initially repelled by the rough 
and dirty condition of the much-flogged 
“bucket of bolts’, about which Duntov 
was touchingly embarrassed, while Fangio 
took it with a sly smile of sympathy. 

The moral of this is that (A) the SS 
Corvette is potentially one of the fastest 
sports cars in the world and (B) it won't 








do a bit of good unless they can sign up 
some Class A drivers. 

In respect of strategy and preparation, 
the Maserati team was totally out of char- 
acter. The cars arrived spotlessly clean and 
fresh, engines literally being  paper- 
wrapped. Hoods were invariably closed 
out at the track and we never once caught 
them so much as changing plugs! They 
did change the final drive ratio of the 4.5 
one evening, by means of the handy quick- 
change gear case just behind the clutch, and 
Daniello, Jim and Ronnie from the West- 
bury, L.I. shop spent a late night pounding 
out the nose of the 2.5 after Bonnier con- 
tacted #8 Jag and was haybaled. 

Just about everybody tried every car in 
practice, Shelby and Salvadori settling on 
one three-liter. They worked the car up 
to sixth spot in the race and were then 
disqualified after some more typical heads- 
down pitwork. For Sebring it was ruled 
that only the Second Driver could switch 
from car to car after the green flag 
dropped. Keeping this in mind, and being 
by no means sure that the still-new 4.5 
would keep running, Ugolini started Behra 
in the 450S and Moss in the fastest 300S. 
At the end of three hours Fangio would 
hop into the car that seemed to have the 
best chances, and the remaining machine 
would be kept reasonably high up just in 
case. Needless to say this worked perfectly. 


Preparation of the Jags in New York 
was held up by late arrival of the new en- 
gines and front brake units, but otherwise 
was up to Cunningham-Momo standards. 
Factory car strategy was upset by the slow 
start of Hawthorn, who was to be pace- 
setter and buster-up but could get no 
higher than fifth in the first four hours— 
a contrast with last year! Also serious was 
the loss of #6 D-Type, as related. The re- 
maining Hansgen-Boss car ran a beauti- 
fully-controlled race, going from ninth at 
the first hour to sixth at the half-way 
point, finishing in fifth place nine laps 
off the pace. None of the Jags seemed able 
to post really fast times, practice laps be- 
ing around last year’s 3:29 race lap record. 

Contrasting with Maserati’s calm cer- 
tainty, the Ferrari operations at the local 
Pontiac garage involved many, many smil- 
ing joking people not accomplishing too 
much. Last year’s team manager Sculatti 
has apparently been canned, and opera- 
tions at Sebring were overseen by head of 
the racing division Amoratti and more di- 
rectly controlled by Tavone, who was 
transferred from the Ferrari-building plant 
for this purpose. He seems to be up on the 
racing business and is respected by the 
drivers, the cars themselves appearing to 
give the most trouble. Plug changing on 
the 3.8’s was a full-time operation during 
practice for two valuable mechanics. 

Musso posted best practice time for Fer- 
rari at 3:25.6, and with Portago was doing 
the best for the team by holding second, 
third or fourth place right up to the 
eleventh hour. At that point a clogged fuel 
line led to carb troubles, and the back 
two Webers were rebuilt on the pit counter 
in a mere 25 minutes, setting them back 
to seventh at the finish. Collins utterly 
fried his brakes in the early hours, as 
mentioned, turning 3:28.7 laps while try- 
ing to hold Behra. Trintignant brought it 


(Continued on page 54) 








Takes Off like A Shot 


This is it: the car for the sports enthusiast who requires practical 
transportation, too. Comfort, roominess, convenience, moderate 
price and economical operation make this British-built 1957 
Sunbeam a perfect family car. 


But to sports car lovers, this sleek hard-top also offers brisk 

acceleration from 0-60 mph; perfect spacing of six gear ratios; 

hair-trigger controls that respond to every instant command; an 

incredibly durable ohv dual-carburetor power plant with.8 to 1 

compression ratio; sturdier, safer unitary chassis. If you drive 

for fun, drive a Sunbeam, at your Hillman/Sunbeam Dealer's. 
all 


rw SUNBEAM 


Rootes Motors, Inc., 505 Park Avenue, New York 22, N. Y., 9830 W. Pico, Los Angeles 35, Calif 








Stunning, Spirited Sunbeam 





This Stylish High-Stepper 
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D JAG CONSTRUCTION KIT 


To accurate scale this new 
imported British plastic kit 
measures 61/2°’ long after easy 
assembly with all parts & cement 
provided. First of an interesting series 
of sports & racing cars including: Mercedes 
W 196; Maserati; Lotus; Vanwall; Ferrari 
and others. 


$2.00 


OTHER DRIVING BOOKS 


ID BOO aris cscs sncnseiacovncssiorvsseseosccerpeens $2.95 





Klemantaski & Frostick produce another outstanding 
photo-text combination. Whether you're a budding 
Moss or first time spectator this book will give you a 
better understanding of the whys & wherefores behind 
the Racing Sports Car & its driver. 


ne te PIII etn 0 ccecnascciincinscaridatastteonascbasi .$3.50 
Same authors as above book. This on GP cars & drivers: 
Fangio, Ascari, Gonzales & others in pix & text. 

CAR DRIVING AS AN ART... S. C. H. Davis $3.00 
Sammy Davis long time driving master proves there |S 
an Art to good driving. His chapter on Drving for Per- 
formance is tops for street or competition. 

STIRLING MOSS‘S BOOK OF NiOTOR SPORT........$3.00 
A book for tyro or expert from the competition driving 
standpoint and a thoro introduction to all branches of 
the sport for the spectator. 


TECHNICAL BOOKS 


AUTOMOBILE CHASSIS DESIGN........ Averns........$9.00 
A TRUE DESIGN book for Engineers & Students. 
The SPORTS CAR DESIGN & ay eS ... $6.50 


Complete design requirements thoroly covere 

HI-SPEED INTERNAL COMBUSTION ENGINES .$12.00 
Engine design Bible by Ricardo the top man. 
AUTOMOBILE ENGINEER’S REFERENCE BOOK....$20.00 
Only book like it in the world. Send for leaflet. 

SPECIAL BUILDERS GUIDE. .... $2.50 
Handbook of British 750 Club. “Many ‘useful ‘details. 
SPORTS CAR BODY WORK 
Drawings & book on Wood, Fiberg| 


SAFETY 
BELTS 


For racing . . . U.S. Air Force early new 100% 
Nylon, 3‘ wide of the latest beefed-up metal bor 
reinforced type and the really quick release type. 
Not too pretty but safest of all. said hard to get. 
Army type Belt.. sevsvereee$9.95 ec. 
With swivel fittings. ready ‘to install. $12.50 








VOLKSWAGEN OWNER’'S HANDBOOK 
OF REPAIR & MAINTENANCE .. . $2.00 


Covers 90% of all the work you'll ever want-to do 
on your VW. Well illustrated & plenty of text. Prob- 
ably as close as you'll get to a factory shop manual. 
VOLKSWAGEN STORY... Beyond Expectation $4.00 
Intriguing account of this popular car & its equally 
famous designer Dr. Porsche. Reads like a novel. 








M_G MAINTENANCE 


M.G. WORKSHOP MANUAL (1930 to TF).. 
Overhau! & tune any MG from bumper to tail light. 
TUNING & MAINTENANCE OF MG’s......... 

Top British tuner gives details & pointers. 


$8.00 








SPECIAL MG ENGINE TUNING $1.00 
MG TD-TF SHOP MANUAL $6.50 
MG ‘‘A’’ SHOP MANUAL $9.50 
MG MAGNETTE (ZA) SHOP MANUAL. $6 50 
COMING 
TUNING & MAINTENANCE OF THE MG A........$5.00 


Ready in 60 days this book by Philip Smith (author 
of Tuning & Maintenance of MG‘s) is devoted en- 
tirely to the MG A & ZA Magnette. Here are the 
kind of tuning & maintenance tips not to be found 
in factory shop manuals, or in fact in any publica- 
tion to date. 

ORDER NOW for delivery from first shipment. 








OTHER SHOP MANUALS 


AUSTIN HEALEY 100............... (to 1955)................$8.50 
(For 1956 a add. . . $1.00) 
CROSLEY (all Models). $6.00 


S.U. CARBS & FUEL PUMPS . . . (Factory manual) $3.50 
Factory manual delivery subject to stocks available. 








Blackwell Average Speed Calculators are imported 
from England where they are an indispensable part of 


the Motor Rally Scene. Finest materials & workmanship 


cre used to produce all of the following engraved heavy 
celluloid instruments. 

Mk. I—Beginner’s choice 512°’ dial 
Mk. Il—For race or rally . . 


Mk. V—Most accurate 6/60 mph 1/10 to 10 mi..$9.00 





RALLIES TRIALS & GYMKHANAS......................$5.00 
For Beginner . . . complete coverage that leaves no 
stone unturned . . . no question unanswered. 
For Expert . . . polishes rough edges for SMOOTH 
finishes. ONLY complete book on the subiect. 


RALLY EQUIPMENT 


seve $4.50 
AR cae ...$7.50 
Mk. 1V—Long ones 3 to 3000 mi 18/180 mph....$12.50 








in California PLEASE add 4% tax on all orders. 


2708 B Magnolia Boulevard 
BURBANK 7, CALIFORNIA 


AUTOBOOKS 
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Everybody Had Power 
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home sixth at a sedate 3:45 pace. Lou 
Brero in #15 3.5 Ferrari did well except 
for a few very nasty moments out on the 
course due to heat prostration, and with 
a cool-looking Masten Gregory finished in 
fourth spot. Running just a place or so 
behind #15 was the Hill/Trips 3.5 which 
retired just after the sixth hour, being un- 
able to start after a pit stop. A faulty gen- 
erator and/or voltage regulator had been 
replaced before the race, and the new part 
wasn't satisfactory either. 

Realizing that they hac. a very fast new 
car but an untried one, Chevy tacticians 
(of whom there seemed to be a couple 
dozen) could not hope to last the twelve 
hours. They did the very best they could, 
enlisting Momo and his portable machine 
shop for last-minute work and pinning 
and jam-nutting every possible fitting. 
Friday practice in the Florida sun showed 
up the major disadvantage of the elaborate 
high-curving exhaust systems, which radi- 
ated heat and was parboiling the driver. 
A vent pipe was fitted from the right hand 
door to the driver's feet and the lower 
body sides more drastically cut away 
around the “mufflers.” 

Optimistically, it was decided to play a 
planned, waiting game with the SS rather 
than to make an all-out run for it. Fitch 
got a rather late start, but after all the 
heavy metal had hurtled by on the first 
lap the SS was seen right on their tails. 
After a pit stop to replace tires scarred by 
locking front brakes (wrong mercury 
switch angle plus non-bedded linings?) 





Fitch was back at it, clocking 3:32.8 more 
than once and cutting one at 3:29.8. This 
indicates that the blue machine did _ in- 
deed have a better power weight ratio 
than the prototype. At the next pit stop 
much time was spent investigating injec- 
tion and the workings of the distributor, 
but this proved misspent as Fitch had coil 
trouble out on the course just afterward. 
This fixed, Taruffi took it for a while, 
finally bringing it in after a total of 23 
laps with a collection of minor debilities 
including the shifting out of place of the 
rubber bushing at the chassis end of one 
of the rear suspension trailing arms. 
Tarufhi's reaction after this experience 
was that the basic car is not without prom- 
ise but is now loaded with too many non- 
essentials to be a serious competition car. 
With these out of the way Racing Advisor 
Red Byron could get down to the serious 
business of going fast. After all, when prac- 
ticing with the prototype is held up for 
two hours in order to get a man from the 
Styling Paint Shop to inscribe an arty “P” 
on the side, all sense of proportion has 
been lost. One interesting experiment dur- 
ing practice was the mounting of two ink 
recorders in the passenger seat of the hack 
stock Corvette, with inputs from the 
tachometer and manifold vacuum pickup. 
The idea was to make a “course map” of 
engine speed and vacuum for several con- 
secutive laps, which would be very useful 
technically, but the jouncing around was 
too much for the recorders which went 
wild. Similar research could be worthwhile 


SEBRING FINAL RESULTS 
March 23, 1957 


Posi- 
tion 

Over- Car 
all Index No. 

1 5 19 

2 4 20 

3 7 5 

4 6 15 

5 9 7 

6 ‘10 il 

7 12 12 

8 1 44 

9 2 45 

10 8 28 





23 20 49 MG 
24 16 52 Alfa-Romeo 
25 29 18 Mercedes-Benz 
26 3t 25 Austin-Healey 
27 23 51 MG 
ro 7 = Morgan ; 

9 1 
. & ©: oon 
$1 28 40 Porsche 
32 27 61 Lotus 
33 37 17 Mercedes-Benz 
34 33 64 Renault 
35 34 65 Renault 


36 35 50 MG 
Renault 
Alfa-Romeo 


cc Drivers Laps 
4451 Beh 197 
2991 ec 195 
3800 Hawthorn-Bueb 193 
3422 Gregory-Brero 193 
ice Gos Fnhenan Hs 
3800 de Po 186 
1498 Bunker-Wallace 185 
1498 Kunstle-Miles _ 184 
1996. Ginther-Morton 179 
1097 Chapman-Sheppard-Dungan 174 
4638 Thompson-Andrey 173 
1492 ee aninaies 170 
1996 de Vroom-A m 69 
4638 ‘ords 168 
; 166 
1971 Fernandez-Droulers 161 
1097 Hallock-Goldman 159 
1991 159 
1290 : 158 
1991 te ee 156 
Hn Rimeaaiestion” in 
1486 2 
1290 a ring Pe 
2996 153 
486 [ine Driel ise 
1 an 
1991 149 
748 Behm- rthur 147 
1971 Cook-Burbin 46 
les? Morinc-Peareira-Stesales iat 
1097 141 


Fastest Lap: Car No. 19, auc driven by ory Behra, laps No. 20 and 27. Identical time: 


3 miautes, 24. 


Handicap calculation by Dilworth Turner 









in the future, but only after the basic 
car is reliable above all. 

Among the smaller sizes at Sebring the 
Porsches put on by far the best show, 
taking eighth and ninth overall ahead of 
the Ginther/Morton Testa Rossa which 
itself was the best-placed two liter car by 
ten laps! One-two on index too was no 
surprise for the Stuttgart Stormers. They 
were all RS models, the Miles/Kunstle car 
being the 1956 index winner and ex-Edgar 
machine (chassis #3!) while the rest were 
brand new, all but one being privately- 
owned. With extreme negative camber at 
the rear all these cars cornered very fast, 
the retirement of the factory car late in 
the race being an unusual occurres,ce. The 
“production” Carrera was a frightening 
concept, having lightweight doors, plexi- 
glas windows, special seats and other 
goodies plus a full Spyder engine. Class F 


One of the World's Largest 
Distributors of Foreign Car Parts 


BRITISH AUTO PARTS 


SAVE UP TO 
50% on 


EXCHANGE PARTS 


for Foreign Cars! 








BORG& BECK 
The perfect Clutch 


























Production race, anyone? | aco } ‘ 
Entry of three Healeys patterned after Boe) , NEW PARTS GUARANTEE! ‘ 
: wile -distance car provide hydraulic brake parts ) 7 3 

the Bonneville tong-sance car provided | | Wai wate WE ] ¥ All exchange parts are completely rebuilt in ourf 

gc bh ahs Aig et 8 gown shops and bear the same unconditional} 

one such car at the last Nassau meet. Remax } guarantee as the original ne t ‘ 

These all had handsome long noses and } 8 ahs ae Pere 

tails plus the special head and triple twin- ELECTRICAL PARTS Stns 

throat Webers under the hood, but the 

chassis is still nearly standard. The poor Lucas BORG & BECK 

old Austin A40 suspension just wasn’t up BULBS GENERATORS CLUTCH REPLACEMENT 

to Sebring’s tight corners, and the sole All exchange units are built up to 

finishing car was edged by two laps by ‘Thomson Borg & Beck NEW CAR specifica- 


tions. Any complete Borg & Beck 
clutch unit will be accepted for ex- 
change regardless of wear. 


one of the very stock 300SL’s. 
Among the heavy Grand Touring iron 


THE ROD ENDS 








there was a worthwhile match between a JOHN BULL 
Ferrari Europa coupe and the two SR : RADIATOR HOSE 
Corvette coupes. Both the Ferrari and the fan belts 





FUEL & WATER PUMPS 


All exchange S.U. fuel & water pumps are 


SR could lap in the 3:50 to 3:55 bracket, 
and Gaston Andre and Dick Thompson 


SHOCK ABSORBERS 








were doing very well in #4 Chevy. At the 
seventh hour, though, Gendebien had 
pushed the Europa to a three lap lead, 
only to retire thereafter. He had suffered 
in practice with rear axle problems, and 
the car needed a semi-locked rear end to 
cut down wheelspin out of the corners. 
The three Corvettes (including the red 
SR2 which had paid frequent calls to the 
pits) sounded robustly healthy and _ fin- 
ished well up, 20 laps ahead of the best 
Mercedes. This part of the project was an 
unqualified success. 

Other finishers included the 748 cc Stan- 
guellini, which sounded very nice but was 
nowhere on index. Victory on index had 
been the ambitious goal of the Alfa Romeo 
Veloce aggregation, which did cop fif- 


rebuilt and tested in our own shops and 


GIRLING 





PJROIATOR 


MICRONIC (td FULTER 





TRANCE 


JANIE: steels 








ingard” 


UNIVERSAL WING MIRRORS 





WORLD FAMOUS 


LODCE 


QUALITY SPARK PLUG 








under new part guaranteed for 5,000 miles. 


LUCAS ELECTRICAL PARTS 





Special Offer 





When returning your old 
receive BRAND NEW factory parts. We 
will give you a very liberal trade-in and 
on many items up to 40% for your old 


DISTRIBUTORS . . . GENERATORS 
STARTERS... VOLTAGE REGULATORS £ 
and WINDSHIELD WIPER MOTORS. — 


parts you will 


—_f 


“ 


1957 BAP CATALOG 


= EXHAUST SYSTEMS 
teenth and sixteenth in that category. The }—---— 96 pages — Parts and Tool lists 
Renaults all finished as planned, but were MINTEX Data Sheets and accessories 


not dead last as expected thanks to lengthy 
pit stops by other competitors. Triumph, 
Morgan, A. C. and MG were able to dis- 
play their wares to good advantage also, 
the latter copping team prize yet again. 
There was some attrition among the Loti, 
but the Chapman-guided 1097 cc car did 
get third on index, second in Class G 
going to the ex-Le Mans Hallock/Gold- 
man Cooper. 

As always Sebring has upheld its reputa- 
tion as a car-breaker, which only points 


up the stamina as well as the speed of the ASSOCIATE DISTRIBUTORS i eS 
new 450S Maser. It has shown Chevy how Chicago, Illinois, S. H. Arnolt, 
. ~ . of xs . 415 East Erie Street ADDRESS. es, = 
far they have to go with the SS, “as has Birmingham, Nebema, Southeest- 
undoubtedly sent the Ferrari ¢ esigners ge tae. fore Co., 219 South a STATE____ = 
right back to the drawing boards. Sebring F 


always seems to shake things up a bit this 
time of year; this time they fall this way: 
It’s Maserati’s season! —Karl Ludvigsen 








BRAKE LINERS 





PISTONS Rings & Pins 


















DISTRIBUTED IN THE U.S.A. BY 


BRITISH AUTO PARTS 


NEW YORK, 47-19 34th Avenue, 
Long Island City 

SAN FRANCISCO, California, 
530 Golden Gate 

SEATTLE, Washington, 605 E. Pike * 


SEND TO NEAREST DEALER 


for the 1957 BAP Catalog — on my first parts or 
accessory order please refund $1.00. 













Only $1.00 Money back on Ist order 


When ordering give Make, Year and Part — we will 
send you price confirmation by return mail 


Enclosed please find $1.00 


NO C.0.D'S PLEASE 




























































ain 




















SPORTS CARS ILLUSTRATED 





HUTRESS 


FIBERGLASS BODIES 





AS LOW AS $295.00 Plus Tax 


COUPES © ROADSTERS @ DRAGSTERS © ANY WHEEL BASE FROM 94" TO 118” 


SEVEN DISTINCTIVE BODY STYLES 


; SEND $1.00 TODAY FOR OUR ILLUSTRATED BROCHURE 


VICTRESS MFG. CO., INC. 


11823-S SHERMAN WAY, NORTH HOLLYWOOD, CALIFORNIA 











SPORTS CAR COLOR SLIDES 


Beautiful 35mm slides of outstanding cars and driv- 
ers. Featuring magazine cover pictures. 
Set 5. Maserati 2 litre 
(R&T), Cooper-Porsche, 
Aston Martin DB2-4. 
Set 6. Ferrari Monza, 
Austin-Healey, 100S, 
A.C. Ace-Bristol. 
Set 7. Shelby-Maseroti 
3 litre, Mercedes 300- 
SLS, Concourse *'C’’ 
Jag. 
Set 8. Maserati 1.5 
litre, R.S. Porsche Spy- 
der, *“Conquest’’ special (R&T). 
The First 4 Sets Are Still Available 
$1.00 per set of three ppd. 


CARLYLE BLACKWELL STUDIO 
2110 Laurel Canyon Bivd., L. A. 46, Calif. 





Pollack 2 Litre *‘Maser’’ 











SINGLE AUTAVIA $45. - RALLYE TIMER $27.30 


HEADQUARTERS 
FOR RALLYE EQUIPMENT 


STOPWATCHES - CHRONOGRAPHS 
PANEL CLOCKS - STOPWATCH HOLDERS 
COMPUTERS 
FELDMAR WATCH CoO. 

8971 W. PICO BLVD., LOS ANGELES 35, CALIF 
PHONE BR. 2-1364 
FREE CATALOG ORDER BY MAIL 




















‘“*‘SCOTTOP”’ 
JAG XK 120 — XK 140 
ie. ery, 











Scott Manufacturing Co. 
485 RALEIGH AVENUE 
El Cajon, California 


PHONE HICKORY 4-2634 


NEW! 


2 Styles of Reinforced 
Fiberglas Tops 
“Ranchero Sombrero” 
Cab Level Top 
“Ranchero Flatty”’ 
Bed Level Top 
Write For Information 


HARDTOPS FOR 
SPORT CARS 


20 |b. custom made fiberglass hardtop. 
No holes to drill or changes in body. On 
and off in one minute, Price includes plas- 
tic foam headliner in color of your choice. 
Drip moulding and stainless steel hard- 
ware. 12 x 36 inch rear window. Comes in 
any standard automotive lacquer or 
primer coat. Shipping carton. 


PRICE 

F.0.B. 
COMPLETE $15 ae 
FROM | ® SAN DIEGO 


Also “Scottop” for: Corvettes ‘53-’57—MG 
—TD, TC, TF, & MG-A — Austin Healy — 
Mercedes Benz SL-190—Triumph TR-3. 
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equipment like hot cams, solid lifter kits, 
dual quad carb setups, etc. To comply 
with the rules these special parts must 
have part numbers and must be listed in 
the catalog—and, theoretically, they must 
be “available” to anyone who wants to 
buy them. This poses a ticklish problem 
for the factories. Facilities for producing 
them are very limited, only sufficient to 
meet the needs of the racing men. Even 
this production is an expensive nuisance; 
any additional—short of all-out volume 
tooling—would be worse. Answer: The 
factories will place fantastic price tags on 
the stuff when sold to private individuals, 
and either keep dealers pretty much in 
the dark on the existence of the equip- 
ment or encourage them to discourage you 
from ordering same. If you're directly 
connected with racing you can get the 
parts for nothing or a nominal fee. For 
all these reasons it will be better if’ we 
look for acceptable substitutes for the 
special factory racing parts.) 

But back to suspension: If we more or 
less rule out the special factory springs, 
shocks, and anti-roll bars, as suggested 
above, where do we go? Fortunately most 
of the factories fit heavy-duty springs and 
roll bars on their station wagon lines; 
these parts will fit the standard chassis as 
is. In the case of some factory sports 
sedans — like the Plymouth Fury, DeSoto 
Adventurer, Chrysler 300—you can install 
the heavy-duty suspension components 
furnished for these on standard models. 
The commercial spring boosters (Air-Lift, 
etc.) can be piled on top of these to get 
just about any degree of stiffness you 
want. The Air-Lifts are especially attrac- 
tive because you can adjust their “rate” 
by varying the pressure in the bags. These 
can’t be located inside late front coil 
springs because of the shock; the racing 
men often pull the standard shocks, re- 
bracket a new set somewhere between the 
frame and one of the A-frames, and then 
stick the Air-Lift inside the coil spring. 
Rear sets use separate retaining coils fur- 
nished by the Air-Lift factory. It’s a great 
combo. 

Shock absorbers are another problem 
entirely. As you know, a shock absorber 
only gives a “stiffness” effect when the 
suspension member is actually 
up or down; the “damping” resistance in- 
creases with the velocity of motion, and 
becomes zero when the motion stops. This 
all means that shocks will give the effect 
of extra spring stiffness when the car is 
going down the road—but they have no 
inherent roll stiffness in a turn once the 
body has assumed its equilibrium roll 
angle. Roll stiffness must be obtained with 
springs and roll bars; shocks are for up- 
and-down wheel control. 

Stiff shocks mean a stiff ride, and De- 
troit can’t have it. Best way to get a good 
ride with decent damping of pitching 
motion on the road is to valve the shocks 
so that the relative damping resistance on 
rebound (wheel coming down after ris- 
ing over bump) is over twice that on 
jounce—when the wheel goes up over the 


moving 











bump. This optimum proportion § of 


jounce-rebound damping — distribution V, Ik 0 | NOW ft B th 
seems to be about 30-70, which is about 0 Swagen wners ; ge 0 
what factory shocks have. This distribu- 

tion will never give the wheel con- 
trol we need for high-speed work, either T Le E . R F L | A 7 | L | T y y 0 U W A N T 
in cornering or at speed on a straight 

road. We want something closer to 50-50. 
It appears that this even distribution of T 4 ‘ 9) : a FO R M A N @: y 0 U N F ‘ y) 
the damping action is more important to 

handling than merely brute stiffness in 
the action. These guys who mount double 
shocks on each wheel don’t do it because 
they can’t get enough resistance with one; 
the main idea is to get a larger volume of 
oil working to reduce the effects of heat 
build-up and foaming...and the com- 
bined resistance of the two is little greater 
than one stiff shock. 

Iwo major possibilities are open in 
American shocks: The Gabriel “AdjustO- 
Matic” design has a deal where you can 
readily vary the jounce-rebound damping 
distribution over three settings—30-70, 40- - P ais 
60, and 50-50—by a notch setting on the Better control for safer driving 
shock body. The Columbus tubular re- Doubles passing ability at any speed 
placement shock is an excellent piece of 
equipment that can greatly improve the 


handling of a heavy car without ruining BRINGING COMPLETE SATISFACTION TO 


the ride. Secret is a 50-50 valving, special 


air chamber to prevent foaming, and large THOUSANDS OF vo L KSWAGE N OWN ERS 


piston area to keep working pressures low. 





with a 


JUDSON 
SUPERCHARGER 


Fifty percent more horsepower 
Cuts acceleration time in half 
Eliminates loss of power on hills 





Experience a new thrill in driving. Imagine cutting your acceleration time in half 


having 50% more horsepower at your command . . . taking hills in high . . . cruising 

WHEELS AND TIRES along at a higher speed with less engine effort . . . shifting gears half as much in city 

driving . . . the engine responding immediately to the touch of your foot on the acceler- 

Seems like most of the wheel and tire ator. You can pass when you want to and have extra power when you need it. A Judson 
design factors that improve riding comfort Supercharger on your Volkswagen will give you this improved performance and surging 
tend to hurt the cornering power and power smoothly, dependably and without sacrificing engine life in any way. Only Judson 
rolling resistance at high speeds. These gives you a complete supercharger installation designed specifically for the Volkswagen. 


would include wider tire sections on nar- 


rower rims, lower inflation pressures, IT'S AMAZING 
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fewer plies, larger angle between cord P f | 1 Please send me complete information on : 
weave and wheel plane, softer rubber say graretrul owners ihe Judson VW Supercherger. sc. 8 
compounds, etc. These factors are poison 1 : 
to the racing boys. A standard passenget “The increase in acceleration is positively ; ' 
car tire is worse than useless for any really amazing. | would never have believed it | heme ; 
quick road or track work. Even at 40 o1 possible ; ' 
50 lbs./sq. in. pressure they'll roll under “| never knew what | was missing until 1 - 
the rim like taffy under hard lateral forces | installed one of your superchargers on ; Address i 
—which chops the turning force or side my Volkswagen” 1 - 
thrust off sharp. At Speeds ove! 100 mph “1 now have over fifty thousand miles on , 
elastic whipping action in the casing will my Judson Supercharged VW and it is # City___ __States ' 
tear ’em to pieces. t 


the best investment | ever made” wih bk tad il ak eae el ded ap en nae Gall 


We need much more rigid casings for 
high-speed work—rigid in opposing roll- 
under on corners, and with high resistance JUDSON RESEARCH AND MFG. co. 
to flexing under centrifugal force at high 
speeds. Resistance to twisting of the tread CONSHOHOCKEN v % PENNA. 
at an angle to the wheel plane (slip 
angle) is vital, too. Practically all the aye Rae — a 
stock car racing boys use either the Good- Mercedes Benz Grand Prix (W196) 
year Blue Streak series of tires or the Fire- P . N EW 
oa Construction Kit $1.95 
stone Super Sport and standard track 




















































z Made in En id. Meas- Uni-s Multiple 
series. These all feature low cord angles, oe eS ee Cachitater 
. . ° 0 ° . c 

hard rubber compounds, higher inflation Easily assembled vit , ‘ Synchronizer 

. < * =: . rts, racing numbers an 3 ni-syn, an instru- 
ratings (30-40 Ibs.), Firestones run_ six coaeat provided. Only to! . ment for balancing 

hae” gs ‘ ae eee P cil . Seas needed is a pair of scissors. * 
plies, and a variety of tread patterns is Also available now. “0” Type Jag- ae — ae 
avails > 7th - iam 0 f — i uar Kit $1.95. er ‘0 follow soon: n pe, 
available to suit the course. The rolling G. P. Connaught, Lotus Mk 11, G. P. remittance desl can: ‘atin dealt, 
resistance of these tires above 80 mph (at Ferrari, Aston Martin DB35, G. P. o£ $1.95 to: ®@ Sturdy construc- 

: P . ; Vanwall, Cooper 500 Mk 9, G. P. Dept. 7 tion © Positive 
a given load and inflation) is about half Maserati. ers eet maton * 
that of a standard passenger tire ...and R. GORDON & CO.. inc., 32 8. 59th S., NY 22, NY @ Fits all carbu- 

° ° P - i e . 
the improvement in handling and corner- mee eS 
. P . B HY d strial desian r thusiastically rec- 
ing, especially in a heavy car, must be e an indu 'gne ommended by users 
experienced to be believed. Firestones Combine your design abilities with technical aptitudes in Industrial ©® No adaptors 

“ ts Design training at Art Center School. Work under practicing profession needed. . 
seem to be constructed a little hairer than als for top jobs as automotive stylists, product, package designers No C.0.D.'s — Price ppd. $9.95 
Goodvears,. and seem to be more effective Design stores, motels, showrooms, shopping centers. Constant demand Royze Carburetor Gaskets kits available 
a : tor eraduates. 700 students. Accredited. 4-year course can be completed for all cars. 

on dry pavement; the harder rubber com- in 2 yrs. 8 mos. by year-round study. New terms Feb., June, Sept. Co-ed ROYZE Inc 
pounds hurt the traction in the wet. No, Enroll early. Write Mr. Shea. 5353 West Third Street, Los Angeles, Calif. 


Dept. jj, 1509 Centinela Ave., Inglewood, Calif. 
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‘Speed 


with SAFETY 
FRELLE 


TIRES 


for Sport, High Speed Touring, Racing 
The world’s 








leading racers use 


“PIRELLI” for its safety and road- 
holding. The non-skid tread will 
never let you down even on wet rain- 
Whatever your car 
to give 


swept streets. 
make there’s a “PIRELLI” 
you speed with safety. 





Ask your 
dealer or 
write to: 


COLUMBIA r 
MOTOR CORP, 


419 E. 110th St. 
New York 29, N.Y. 
ENright 9-5200 





























PRESTONE MOTOR OIL 


UCON brand, polyalkylene glycol synthetic 
motor oil, made by Union Carbide and 
Chemical Co. 

UCON brand motor oil is simply man 
made synthesized oil, and the relation be- 
tween UCON and oil is the same as natural 
versus synthetic rubber. 

UCON can be used in a new or old car, 
and is perfectly compatible with petroleum 
oil. It has been tested in use for almost a 
decade. Offered now for the first time by 
mail direct to the individual car owner. 
Changing over to this fantastic product 
gives the following benefits: 

Oil changes unnecessary. Test cars have 
operated 135,000 miles without oil changes 
and show no measurable wear! 

Filter cartridge life greatly prolonged. 
UCON cannot form varnish, gum, sludge, 
carbon—it vaporizes instead of burning. 
Practically no exhaust smoke. 

Up to 20% higher RPM with same throttle 
setting. 

UCON spans over 3 SAE numbers. Its 
viscosity index is unchanged from below 
zero to 210F. Starts easier in Winter, does 
not thin in Summer. 

One grade LB400X can be used in engine, 
differential, transmission. 

Stops valve lifter sticking, camshaft failure. 
Wear of engine parts and oil film failure 
reduced to NIL. 

Non corrosive, non hydrolyzing, will not 
decompose, no effect on rubber either 
natural or synthetic, terrific lubricity, high 
detergency, highest load capacity of any 
lubricant available. 

Packed in gallon cans, 6 gallons to a case. 
24 quarts $39.60 FOB Iowa Falls, Iowa 
Available also in 55 gallon drums. 

State if you desire suneat EXPRESS or 
TRUCK. Cans in cases are Prestone type 
rectangular cans. 


COMPETITION CHEMICALS 
IOWA FALLS, IOWA 
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prices aren’t out of this world. They'll 
run roughly twice the price of an equiva- 
lent standard tire, or in the range from 
$30 to $90 retail (with Firestones the 
cheaper because of rayon cord). Any 
Wear rate appears to 
be good, but ride is rough, even at 28 Ibs. 
pressure. I believe a set of this special 
rubber is one of the best investments you 
can make for improving the roadability 
of your car. 

Wheel rim width has a lot to do with 
cornering stability, too. A wider rim in 
relation to tire section width can give a 
lateral propping effect to side carcasses on 
turns, preventing roll-under. The racing 
boys will use maybe a 71%," rim with a 
7.50/15 tire . and I’ve seen 9” rims for 
8.20’s. The ride is hurt terribly, though, 
so probably any increase should be limited 
to 1” as a compromise. 


dealer can supply. 


BRAKES 


Heat is the gremlin that kills brakes. 
You can fight it in one, or both, of two 
general ways: You can provide elaborate 
air cooling to take the heat away from 
your brakes as quickly as possible (it’s im- 
possible to pull it off as fast as it pours in 
on a hard stop), or you can go to special 
lining materials that can operate efficiently 
at much higher temperatures than stock 
factory linings. Both approaches have been 
very successful. The “cooling” approach 
was exemplified by the Mercury team at 
Elkhart Lake last summer, headed by 
Mexican-Road-Race-man_ Bill Stroppe. 
They used special factory competition 
drums with cast radial fins, supplemented 
by elaborate air scoops for the front 
brakes and electric blower cooling to the 
rears. These cars still had some braking 
left after 250 grueling miles at an average 
speed of 71.5 mph! 

Chevrolet engineers went the other way, 
and concentrated on literally overpower- 
ing the heat problem by using brutal 
metallic linings. The sintered bronze- 
lining, welded in two or four 
square pads on each brake shoe, doesn’t 
begin to work smoothly until it reaches 
800° F.... and itll go right on stopping 
the car on a dime up to the melting point 
of the bronze at 1900°!! This stuff is a 
little out of our line, as drum wear is very 
rapid and the stuff isn’t consistent enough 


ceramic 


in action when cool. A_ better answer is 
one of these “hard” heavy-duty, asbestos- 
based linings, specially designed for trucks, 
buses, and fast sports cars. ‘These will 
operate efficiently up to the 600-700 
range. Probably the best brands available 
are the British Ferodo and the Italian 
Frendo. 


THE OVERALL PICTURE 


A Ford sedan will never be a D Jaguar 


—nor will it ever handle like one—no mat- 
ter what you do to it. These are two 
entirely different animals. I was fortunate 
in having the opportunity to talk with 
several stock car drivers at Elkhart Lake 
last summer who had also driven sports 
cars in competition. They brought up 
some interesting points that may help you 
get more out of your Detroit sedan (as- 
suming you've done a few of the mechani- 
cal modifications outlined above that will 
give a base to work with). 

In the first place, a Detroiter can be 
drifted in the speed range from 30 to 75 
mph; but this is most readily accom- 
plished if the car is set up in such a way 
that the steer characteristics can be jug- 
gled from understeer to oversteer with the 
throtile. Now any basic American sedan is 
going to be a pronounced understeerer un- 
less very major changes are made—which 
are outside the stock rules. Factors like 
the excess weight on the front wheels, low 
front roll center that causes the wheels 
to tilt away from the center of the turning 
circle when the body rolls (reducing their 
cornering power and increasing the slip 
angle), the wide front spring base and 
anti-roll bar that throw more of the roll 
couple on the front end—all these factors 
promote understeer. 

The only practical way to get a deal 
like this to oversteer—and thus to be 
precisely controllable in a 4-wheel drift— 
is to be able to break the rear tires loose 
at a touch of the throttle. This reduces 
their cornering power radically, and cen- 
trifugal force pushes the rear end of the 
car out; letting up on the throttle restores 
the car to an understeer condition when 
the rear tires bite again. Juggling the 
throttle will permit the car to be held in 
a high-speed drift. (1 want to emphasize 
that this not a wild rubber-burning 
maneuver; just a partial break-away, 
hardly felt by the driver and not seen by 
the spectator, is all it takes.) 

Obviously the primary requirement here 
is a low weight/power ratio. The hotter 
sports cars, with 7 to 10 Ibs. hp, are all 
set. Stock car drivers, with only 40 to 45°, 
of their weight on the rear wheels, 
it with 15 lbs. per hp... . if they’ve got 
a gear ratio that will let the engine wind 
up in the 3500 to 5500 rpm range at that 
particular road speed. This is the big 
problem with the Detroit stuff. With the 
average ratio spread between gears in an 
American 3-speed stick transmission about 
1.6:1, the gearbox is all but useless in get- 
ting around a road circuit in a hurry- 


can do 


Other ways you can help the rear end 
get into a slight oversteer condition would 
include: Higher front tire pressure than 
rear; wider front wheel rims; possibly a 
smaller front anti-roll bar, so the rear end 
will take more of the roll couple; stiffer 
rear springs than front; and—by all means 
—a limited-slip differential. Tire pressure 
must always be a compromise; it helps the 
cornering power of a tire, but too much 
can cause sudden loss of traction on a 
rough corner. Anything over 45 Ibs. wants 
a smooth asphalt road. You get things set 
up right—and get some real, honest horse- 
power out of that engine—and your two- 
ton Detroiter may really surprise you! 
Roger Huntington 
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You do that half a dozen times and, if 
you’re like Bill, you begin to feel it. 

Still, we reasoned, we were ahead of the 
game. After only five months of part-time 
work (every weekend, all weekend, plus as 
many weekday evenings as we could snatch 
from our wives this side of Reno and the 
divorce courts) , we found ourselves with a 
snappy little "53 sportswagen in almost A-1 
shape, current market value $1750. And 
all at a cost of only $1800 cash and maybe 
$5700 in labor, at prevailing apprentice 
rates. Yes, sir, that’s where we do-it-your- 
selfers really had it over the dilettantcs- 
cum-cash — the guys who go out and buy 
their sports cars new. With us, it was never 
a question of money. 


When a conscientious, almost conscience- 


stricken man like Bill spends a lot of money 


on a hobby like sports cars, he feels a little 
guilty. The least he can do, he reasons, is 
let the little woman take the wheel once 
in a while. This Bill did. Without thinking. 

In Michigan it rains. When you put 
13,000 miles on Porsche tires in one week — 
not even bothering to consider those cute 
little test weights — those tires tend to get 
smooth. Add to these facts a sturdy elm at 
the edge of Bill’s driveway and the regret- 
table truth that Bill’s wife Peg had given 
little study to the controlled power slide — 
and you begin to understand where Bill 
got that gray at the temple. 

The tree wasn’t hurt much — you know 
how trees are —but the left rear fender 
picked up a contour never intended by the 
naive Dr. Porsche. 

OK, said Bill, so the little woman doesn’t 
drive it (she, Portia, was back to it) in the 
rain. That’s only one strike. 

“Strike two!” came in the form of an 
innocent trip downtown. When you go 
shopping in a crowded city like Detroit, 
you have to park —and this often means 
in a parking lot. 

Peg was properly cautious: “You sure 
you know the shift pattern?” she asked. 

The attendant fairly chortled. “Know it 
toa T,” he laughed. 

Matter of fact, he thought it was a T — 
and promptly moved off in second gear. 
Reverse? Sure, he knew there must be one 
— somewhere. The Porsche factory rep had 
never seen shifting linkage bent in just 
that way. Strike two. 

“Strike three!” Well, strike three was a 
lot of things. High sidewalk curbs and low 
Porsche doors. Bus drivers whose rear-view 
mirrors didn’t focus that close to the street. 
Female Cadillac drivers who park by ear 
rather than eye. The failure of Porsche 
body steel, especially around the bumpers, 
tc take repeated undenting. The steps you 
have to take to fit a standard baby seat to 
the right front bucket (so that Junior 
doesn’t fly into the dash at every stop- 
light). Yeah, it’s hard to pin down that 
third strike. 

You run through enough of these minor 
hurts, add in one good broadside slam (she 
thought it was a motorcycle—so help me, 
that’s what the lady said!) and, if you’re 
of Bill’s temperament, you begin to feel 
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Chicago 3, Illinois 


Name. 
Address 


City & State.. 





GROUP RATES to age 65* 


$100,000.00 


IMPORTANT INFORMATION 


AMOUNT 


1. Savings to 50% from regular rates. 


GROUP ACCIDENT INSURANCE 


exclusively for 


SPORTS CAR OWNERS 


PAYS UP TO $100,000.00 for any accident resulting in death or loss 
of any ONE hand, eye or foot. 








2. 100% Principal Sum paid for loss of any one hand, 
eye or foot. 


3. 24 hour protection on the road, at home, at work, 
in the air, around the World. 


4. Underwritten by the World‘’s oldest Insurance or- 
ganization, Lloyd’s, London. 


ANNUAL PREMIUM 





$100,000 
50,000 
25,000 
10,000 


*Rates for ages 66-80 available upon request. 


$105.00 


MAIL COUPON NOW! 


Professional Associates, Administrators 
Sports Car Owners Group Accident Insurance 
Suite 863, 120 South La Salle Street 


52.50 
26.25 
11.00 


PLEASE RUSH FULL INFORMATION AND APPLICATION TO: 


Age 














DEFEND YOUR 
GRILLE 


® BOLTS DIRECTLY TO 
THE FRAME 

@ NO HOLES TO DRILL 

@ RUGGED ONE-PIECE 
CONSTRUCTION 

@ EXCEPTIONALLY 
STRONG 

@ “CUSTOM QUALITY’’ 
CHROME PLATED 

@ MADE OF 1° DIAM- 
ETER, EXTRA HEAVY, 
STRUCTURAL STEEL 
TUBING 

@ CUSTOM DESIGNED 
FOR THE MGA 


18.75 


Price Includes 
Tax & Postage 
Sorry No C.0.D. 


MGA OWNERS 





PATENTS PENDING 


LICENSE PLATE MOUNT 


ACCESSORY ENGINEERING 


P.O. BOX 415, MANHATTAN BEACH, CALIFORNIA 


Dealers Inquiries Invited 


MOUNT YOUR 
FRONT LICENSE 


PLATE 
MEETS CALIFORNIA 
& OTHER STATES’ 
REQUIREMENTS 
License Plate must be 
at least 12” from the 
ground 
DRAG-PROOF 
BOLTS RIGIDLY TO 
FRONT BUMPER 
NO HOLES TO DRILL 
Uses same mounting 
holes as the British 
bracket 
RUGGED ONE PIECE 
CONSTRUCTION 
MADE OF HEAVY 
GAUGE ALUMINUM 
CUSTOM DESIGNED 
FOR THE MGA 


Price Includes 
F | 7 Br & Postage 
e Sorry No C.0.D. 
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For: 
e MORE POWER 
e HIGHER SPEEDS 


TALL 
e BETTER PERFORMANCE INS 


vour THUNDERBIRD 


All the country’s hottest T-Birds 
are powered by the Iskenderian 
Parabolic E-2 Revmaster. 


For complete, unbiased reports on 
exhaustive tests on these engines 
write for FREE LITERATURE 
NEW! Special Blower Grind S-1 
Also write for free literature on cams 
for foreign cars. 
‘Valve Timing For Maximum 
Output.’ The most authen- 
tic and enlightening book 
on camshafts and valve 
component parts ever writ- 
ten. Special section on for- 
eign cars. 
only $1.00 


ED ISKENDERIAN 


607 No. Inglewood Ave. Inglewood , Calif. 
Dept. SC Phone: ORegon 8-7791 


















AUTOMATIC LUBRICATION 


FOR THE 


VW or 
PORSCHE 


GREASE 
DISTRIBUTOR 


WITH LINCOLN ENGINEERING'S 


Multi-Luber 


= No more searching for small lifts to 
fit your VW! No more careless attend- 
ants who force dirt into the grease 
fittings, and miss the hard-to-get-at 
fittings. You can now grease your car 
in 4 seconds — for only 4¢ — while 
you are driving (bearings in motion 
lubricate best!) Grease is forced into 
every fitting at 2000 pounds pressure. 
Pilot Light shows when lubrication is 
completed. Multiluber gives you that 
“just lubricated’’ ride every day, with 
absolute dependability (there is only 
1 moving part.) Easy installation. 


VW: $29.95 Porsche: $34.50 


FISHER PRODUCTS 
21-25 44th DRIVE - L. I. CITY, N. Y. 
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that perhaps the Porsche Model 356 De- 
luxe Export Coupe just isn’t your cup of 
brew. 

With the help of the Sunday paper and 
the telephone, we went back to the busi- 
ness of looking for that rare bird, the 
practical sports car — the car your wife can 
drive and your kids can fit into. 

On our third call, we found it —in the 
person of a '53 Alvis Drophead Coupe. 

“Hey, Mister, what’s that car you got 
there?” 

“Uh, it’s an Alvis.” 

“Ho, ho, ho — you mean like Alvis Pres- 
ley!” 

Bill didn’t let that kind of thing stop 
him. Maybe you’ve never seen an Alvis in 
the flesh, but believe me it’s a rare and 
beautiful machine. Sharp, sporty, classic. 
Full of such delicacies as a fully-padded 
top that folds half-way back to coupe-de- 
ville position, polished walnut dash and 
trim, real-leather upholstery, a Jag-like 
four-speed gear box, a pair of well-con- 
toured buckets up front and a bench for 
two adults or three kids in back. A ma- 
chine strictly for the discriminating taste 
—in short, just Bill’s meat. 

The owner wanted $2000 cash — it had 
cost $4450 new —but readily agreed to 
swap clean for Bill’s Model 356. Without 
taking a close second look, Bill whipped 
out his registration certificate and closed 
the deal. Then, just for kicks, we took her 
(now Alice the Alvis) around the block. 
rhat’s when the first big surprise came 
our way. 

The old owner had found Alice wanting 
in performance. First time a ’55 Chevy left 
him at the light, he tore open the bonnet 
and discovered to his horror barely one 
hundred horses—via the usual British 
three-liter six. This he soon fixed. Waltz- 
ing into his local Buick dealership, he 
bought himself some zip by way of a "5: 
Century V-8 kicking out a cool two hun- 
dred horses mit four-barreled carb und 
Dynaflow! All of this was stuffed under the 
classic Alvis hood so as to preclude filling 
the battery without first pulling a fender. 
But Bill wasn’t to be stopped. One success- 
ful run-in with a much-surprised ’56 Chevy 
and Bill was completely and finally — he 
thought — sold. Especially since the whole 
deal involved no cash outlay. At the time, 
that is. 

Bill got Alice home, and Peg liked her. 
For the first couple of weeks, things looked 
pretty rosy. It appeared that the man- 
without-means could succeed in this sports 
car game. 

Then the strikes started coming through 
again. Economy. Ten to the gallon was 
about par, even after we'd torn down, re- 
designed, and rebuilt the fueling arrange- 
ment. 

Cooling. Turned out the Alvis radiator 
was never intended to cool 322 cu. in., 
plus that torque-devouring Dynaflow. 

The Dynaflow itself. You poured the 
power in here, it went round-and-round 
there, and it came out who-knows-where, 
certainly not at the rear wheels. 

The steering was something you just 





couldn’t overlook. At least Peg couldn't. 
Seems there was four-hundred-odd pounds 
of extra iron and steel up front as a re- 
sult of the engine and transmission swap. 
She—Alice and Peg—went fine on the 
straightaway. Period. 

Strike three—second time around—in- 
volved those cursed parking lot attendants 
again. 

“It’s a regular Dynaflow,” Peg said. 

The nice man nodded enthusiastically, 
decided Peg was lying through her teeth, 
and with a flick of the wrist slammed the 
shift lever home. Home turned out to be 
drive, not reverse, and the difference 
amounted to $173 (including air express 
to England for parts not stocked in the 
US of A). 

Though his early love had died, B'Il 
still felt a certain fondness for poor Alice 
—a fondness which prompted him to say, 
“All she needs is a new engine and trans- 
mission.” 


Things went remarkably well—or per- 
haps we had gotten used to pain. An en- 
terprising junk yard owner came up w'th 
a buyer for Bill’s Century and offered him 
the swap of a ’55 Chevy V-8, just what 
Alice needed. $85 bought a '56 Corvette 
transmission, and a few more well-spent 
bucks persuaded our friendly Chevy deal- 
er to part with the necessary shift link- 
age. Hooked up in direct fashion to a 
low-ratio rear end, the hot little Chevy 
mill made those rear wheels go right now! 
Also, the new power train brought sweet 
Alice back down to the reasonable weight 
of her original outfitting—which meant 
you could steer her again. 

I've forgotten to mention time. It takes 
time to come by shift linkage, disconnect 
and pull an engine and transmission, fab- 
ricate and weld up new mounting brackets, 
figure out ways to clear the steering col- 
umn, pick up a new drive shaft, hook 
everything up, and reassemble the body. 
All in all, poor Alice was in dry-dock 
over seven months. 

The end product of all our labors and 
money is a sweet, smooth, and somewhat 
unfinished drophead coupe. Even today, a 
year later, a few things need to be done. 
The cockpit, for instance, “needs work.” 
We've been meaning to build some kind 
of new transmission tunnel—the Dynaflow 
tunnel and flooring d'dn’t suit the new 
Corvette box — but Bill .can’t decide 
whether the rising stock market warrants 
such an investment at this time. Peg seems 
to have gotten used to balancing her brak- 
ing foot on the slim steel rod we installed 
as a stop-gap measure. At least she’s got- 
ten over the early pavement burns. The 
body could use a little paint now,-and 
the top did suffer from the coal ash which 
blew around Bill’s garage during those 
winter work sessions. 

“Was it worth it?” 

Sure—at least J think so. Between you 
and me, Bili has—oh, I guess you'd say 
aged this past year or two. Since the 
Model 356. Also, he’s back to driving their 
old Chrysler a lot. Jt has an automatic 
transmission. 

“You like this do-it-yourself, huh?” 

I like it fine, but one man’s meat is 
another man’s—well, you know the saying. 
In general I guess you'd say Bill doesn’t 


recommend it. Brown Meggs 
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Maserati 300 S 


(Continued from page 37 ) 


and all mains are 2.36 inches in diameter. 
Front and rear bearings are 114 inches wide, 
while the five inner shells scale 34 inch. 

Machined with full counterwéighting 
from a steel forging and balanced fully, 
the crankshaft is a nice piece of work. 
The big end journals are two inches in 
diameter and 34 inch wide, and run at 
002 inch clearance. Mains run at .003 
inch. The short stubby con rods are also 
forged steel with meaty H-section shanks 
and two bolts per cap. These are polished 
to beat the band and have bronze wrist- 
pin bushings an inch in diameter and an 
inch long. Both circlips and aluminum 
plugs keep the pins in place in the pistons, 
which is rather like Ugolini’s habit of 
wearing a belt and suspenders at the same 
time. With different crown shapes for 
compression ratios of 8.6/1 or 9.5/1 the 
full skirt pistons are made by Borgo and 
run at a skirt-wall clearance of .004 inch. 

Down below all this is the cast alloy 
two-part sump, quite deep and baffled to 
catch oil being flung out by the whirling 
crankshaft. Its bottom cover plate is heav- 
ily finned for cooling and stiffness except 
at two circular areas into which are re- 
sessed wide, screened oil scavenging pick- 
ups. Crankcase breather pipes ducted right 
from these points to the left-hand side of 
the engine help to remove air from the 
system at this critical stage and eliminate 
the early oil foaming problem. External 
oil pipes the size of your thumb, broken 
by sections of hose to give some flexibility, 
draw from the twin pickups and feed the 
siamesed scavenge pump at the lower right 
front corner of the engine. 

A deep casting at the front bolts to the 
assembled block-sump unit and carries the 
scavenge and pressure oil pumps, the 
water and Fimac mechanical fuel pumps, 
plus the helical and spur gear drives to 
these units, and all fluid inlets and out- 
lets. The crank nose carries two helical 
gears, one to drive this unit and the other 
to rotate the gear train in the block. This 
latter consists of two big drilled’ gears 
vertically disposed to drive the four cam 
gears in the head, plus two short longi- 
tudinal shafts with bevels which turn the 
twin Marelli magnetos. 


Roughly double the capacity of the pres- 
sure pump to keep the system going, the 
scavenge unit sends the SAE 60 oil back 
to the rear-mounted 514 gallon tank by 
way of an oil cooler in front of the radi- 
ator. Basic shape of this cooler is a “U” 
bent gilled tube placed horizontally with 
connections on the right hand side of the 
car. Early cars had a single tube, while 
the latest versions for both factory and 
customers have two parallel gilled tubes 
joined by a welded “Y” at each end. This 
gives somewhat better cooling while still 
steering clear of the weight, complica- 
tion and possible failure of a conven- 
tional radiator. 

Che pressure pump takes oil from the 
reservoir and sends it to a full-flow filter 
mounted along the left hand side of the 


continued on next page 
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All promres the world 


Mims of the Road! 


LUCAS original equipment 
for all British Cars 


British car owners all over the world know the Lucas 
symbol...their guarantee of the finest possible quality in 
lighting and ignition equipment — and famous Girling 
brakes and shock absorbers! Standard for the majority of 
British made cars, Lucas equipment demonstrates its un- 
matched dependability time after time. 


So to maintain peak efficiency in your British made car be 
sure to replace Lucas with Lucas! You'll find Lucas re- 
placement parts in stock at better garages and British car 
dealers throughout the United States. Ask your dealer to 
show you the entire line of Lucas “King of the Road” 
deluxe accessories. 

Right from the start... Right for replacement! 


‘Represented in the United States by 


LUCAS ELECTRICAL SERVICES, INC. 


653 TENTH AVENUE, NEW YORK 36, NEW YORK and 

5025 W. JEFFERSON BLVD., LOS ANGELES 16, CALIF 
SENERATORS © STARTERS © DISTRIBUTORS ¢ COILS ¢ BATTERIES 
LAMPS ©* .WINDSHIELD WIPERS * REGULATORS ¢ HORNS 
GIRLING BRAKES AND SHOCK ABSORBERS 











VOLKSWAGEN OWNER'S HANDBOOK | AROUND THE WORLD 


in aus with Motorcycle and Camera 
* 4 | This thrill-packed travel book by German journal 
ists and expert photographers, Eitel and Rolf 
Lange, has many photos and maps of their recent 
around-the-world journey by motorcycle and side- 
car. Educational, humorous and fascinating story 








of their experiences in every country. 94 photos 
of famous people and places. Gives details of 
| 144 pages cests, regulations, problems and all information 
| ill A the world traveler will want to know. 230 pages 
over 150 illustrations NEW, JUST OUT. Postpaid $2.50 
| 7 Deluxe (Fabrikoid bound with 
“y| Here ee rect pare gold leaf lettering). Postpaid $4.00 
| every owner and pro- 
; : OTHER BOOKS 
arr nay «toe cui. | 1956 INDIANAPOLIS YEARBOOK $1.50 
cottons’ Technical. Editor FORD OWNER’S HANDBOOK $2.00 
Hank Elfrink, who has e- CHEVROLET OWNER’S HANDBOOK $2.00 
cently visited Europe ond attended the VW me- PLYMOUTH OWNER’S HANDBOOK $2.00 
chanics school, this book gives full details on THE SPORTS CAR ENGINE $1.50 
care and servicing of the VW, in nontechnical THE MODERN CHASSIS $2.00 
language. A MUST for the VW owner and en- MODEL T FORD SCRAPBOOK $2.00 
thusiast. Postpaid $2.00 Catalog on 100 books—FREE! 








Floyd Clymer, 1268 S. Alvarado, Dept.SC-7 Los Angeles 6, Calif. 
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JOLY *57 
SPORT CAR + AVIATION 
OUTDOOR ENTHUSIASTS 


Plight —2-> 


Continental styling! Distinctive! Feather- 
weight comfort! The luxurious, windproof 
FLIGHT SUIT is being worn by sports en- 
thusiasts everywhere. It's easy fitting, 
smart and practical — made from finest 
Pima cotton—free swing back—zippers 
and pockets galore! 

COLORS: Copen blue, scarlet, black, white, 
khaki. Sizes 34 through 46. (Copen blue, 
white and scarlet in long sizes.) 

Price $15.95 prepaid. 
Send money order or check. 


Order today! “Dress 
up" in style. Wear a 
FLIGHT SUIT by Lion. 


Lio N, Inc. 


Dept. SCI 757 
Dayton 3, Ohio 
1410 Flower St. 
Los Angeles 15, Calif. 


SPORTS CARS ILLUSTRATED 

















DEVIN FIBREGLASS BODY 


In 8 sizes. Wheel bases from 82 to 94 inches, 
treads from 40 to 52 inches. Complete body. 
Many extras available. Bodies for Crosley’s, 
TR-3's, Chevy V-8 specials,—Anything that’s 
of a size or shape to be called a sports car. 
phe sedlanas details ae anes nearest you 
fe) sizes, incl., F.L.1., crat- 
ing and trimming $295.00 


DEALER INQUIRIES INVITED 


DEVIN ENTERPRISES 


44500 Sierra Highway, Lancaster, Calif. 

















ce Metal Flag Medallions 


American ¢ British « $1.58 ea. 
= _ Corman + French © Italian / $2.50 pr. 
Full color chrome and 

ename! fits hood or other metal 
size 144” x 2”, ready to install. 
Send 25c for Fully Illustrated 
Catalog of Emblems, Jackets, etc. 


STYLIZED EMBLEM COMPANY 


DEPT. S 1872-S MH. Wilten Pl.. Hellywoed 38, Calif. 








THE THIESSEN TOOL CO. 
FOREIGN & DOMESTIC 
Mechanics & Machinists Tools 
Metric & Whitworth 
Tops & dies, micrometers, etc. 
2908 22nd STREET 
SAN FRANCISCO 10, CALIF. 
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crankcase. From here it crosses through 
the block to an external gallery for the 
mains along the right side. All the major 
oil system joints are by two-bolt flanges 
sealed by rubber O-rings. 

The 300S engine uses Maserati’s ad- 


‘vanced cooling water circulation system 


which splits up the output of the centrif- 
ugal pump, sending a small amount di- 
rectly to the block but directing most of 
the water right to the exhaust valve guides 
and seats by means of a special manifold 
down the center of the head. A similar 
manifold above the intake valves returns 
hot water to the radiator—the whole sys- 
tem containing 31% gallons. Three attach. 
ments hold the very smooth radiator with 
header tank: two Silentbloc bushings at 
the bottom, and the radiator hose itself 
at the top! This is flexible enough to pre- 
vent any twisting which might rupture the 
core welding. Copper cores are used, ex- 
periments with aluminum having indi- 
cated an additional cost of around a 
thousand bucks which was too much even 
for the Orsis. 

Helical timing gears are used all the 
way up to the last idler, which shares a 
shaft with the spur gear that drives the 
spur on the end of each cam. These cams 
are healthy devils, rotating in seven wide 
babbit bearings each with wide thrust 
surfaces at the center journal. Parallel to 
each cam in the head is a shaft about 
a half inch in diameter on which are 
pivoted six simple finger type followers. 
These are interposed between cam lobes 
and valve stems to prevent side wear on 
the latter. The finger pivot shaft is hollow 
to carry oil to each finger and, through 
a hole drilled in the base of the finger, to 
spray oil on the critical sliding surfaces. 
In general this is a simple, reliable sys- 
tem which is adequate up to the rpm 
limit imposed by the stroke length and 
piston weight. 

Each valve has three nested coil springs, 
the outer one looking like something from 
a Buick front end, with a total combined 
compressed pressure of 385 pounds. This 
is over 100 pounds more than is used in 
the similar Grand Prix engine, but the 
latter has only 0.315 inch lift while the 
intake lobe on the 3008S kicks up 0.493 
inch. Valve acceleration is frantic. These 
cams look as if they should be driving 
roller tappets, with rapid straight-line lift 
and a wide, radiused top, the actual tim- 
ing figures being quite modest. Such a 
scheme is conducive to mid-range torque 
as would be suitable for sports car racing. 
Intake duration is 288 degrees and overlap 
is 69 degrees, with valve clearance of 
0.012 inch—the latter being adjusted by 
changing little cups on the end of the 
valve stem. 

With respect to porting and valve size 
the 300S head is identical to the Grand 
Prix unit which feeds a half liter less at 
higher revolutions. Seat angles are all 30 
degrees, on seat inserts. (Other pertinent 
specs appear in the center-spread table.) 
The valves, of course, are polished all over 
and well shaped, with triple notches in 





the stem to insure locking. The intake 
valve guide extends out into the port, a 
ridge being slowly built up from the outer 
port opening to the guide, to split the 
incoming charge and attempt to direct it 
around the stem. All ports are smooth 
and good-sized with round intakes and 
oval exhausts openings. Combustion cham 
bers are basically hemispherical, bu’ 
the curvature is shallower at the outside 
edges than it is in the central section 
bordered by the valves and the two plug 
holes. Combined with the shape of the 
piston crown, this gives a compact clean 
chamber with squish areas at the sides for 
good turbulence. The only limitation with 
this basic engine is intake valve size, which 
can’t go far beyond the present diamete: 
unless the plugs are masked or relocated 

Now-standard Weber twin-throat carbs 
are used—the type 45DC03. The “45” 
means that the main bore diameter is 45 
mm or 1.77 inches, which compares with 
the intake port diameter of 1.66 inches 
In this bore can be inserted various ven 
turis, the best size for U.S. use (good low. 
end power) being 36 mm. Slightly large 
venturis can be fitted for very fast courses. 
Jets for the 36 mm venturi are a “155” 
main, a “70” pump jet, and a “185” ait 
bleed orifice. 

Exhaust layout is a model of smooth, 
wide-radiused bends combined in the 
standard six-cylinder pattern of two 
groups of three each leading into two 
pipes down the left hand side. Insignificant 
pseudo-mufflers are used, guaranteed not 
to pass your state inspection. 


Top and bottom of the clutch housing 
are extensions of the block and sump, the 
bottom half having vents for cooling. A 
multiplicity of studs bind the crank to 
the steel flywheel, which is a deep, pot-type 
and has internal splining for the multiple 
disc clutch. There are two steel driving 
discs, plus the pressure plate, which en 
gage three interspersed aluminum driven 
discs. The latter are splined to a fabri 
cated hub, which in turn is splined to the 
clutch shaft. Eight bolts hold the very 
simple clutch cover plate, with its three 
withdrawal levers, up against the nine coil 
springs and the flywheel face. Complete 
with clutch, the flywheel weighs 15 pounds 
Covering up the whole works is a cast 
plate with four circular vents and double 
bearing support for the clutch shaft. 

That’s all there is up here since the 
transmission is away at the rear end. Twist 
ing force gets back there through a big 
tubular drive shaft with Hooke-type joints 
at each end and a sliding spline at the 
front end. Since both engine and gearbox 
are very firmly anchored down, these joints 
seem superfluous, but they do allow ex 
perimentation with engine position and 
compensate for hurried assembly. 

Common again to the 250F Grand Pri» 
car and to the 300S, this Maserati trans 
mission resembles the rest of the car it 
that it’s advanced in design but not s 
complex that it’s hard to service and re 
build. The two shafts are placed acros 
the car—the counter shaft being driver 
by a pair of straight-cut bevels. Four for 
ward speeds are set by four pairs of con 
stant-mesh spur gears. The proper pair is 
selected by a rugged dog clutch for each: 
ratio, which gives clean, quick shifts wit) 
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naximum reliability. In the 3008S is a rud- 
mentary reverse gear overhung inside the 
‘ight hand case cover, while the GP car 
ises the same space for a low starting gear. 

Just above the incoming bevels at the 
eft hand end of the case is the spur drive 
ip from the mainshaft to the eight-cam 
ZF differential. For both the incoming 
bevels and the outgoing spur gears there 
is a choice of five combinations each, giv- 
ing a wide and precise choice of over- 
all ratios. 

Output from the differential goes to a 
Hooke-type joint on each side, one yoke 
of each being beautifully blended and 
polished into the tubular axle shaft. These 
U-joints are of course needed because the 
300S has a de Dion rear end, the trans- 
mission-final-drive unit being bolted to the 
chassis through six Silentbloc bushings. 
The de Dion tube, much heftier on the 
300S than on the GP car, sweeps around 
forward of the gearbox assembly and joins 
the two large-diameter hub assemblies, 
which have to be big because they con- 
tain the pot-type outer U-joints. 

Control of the de Dion tube is by a 
now-classic method. The hub ends are 
placed (and tractive and braking forces 
applied to the car) by two parallel trail- 
ing arms at each side, the ends of which 
are rubber bushed. Location of the axle 
sideways is handled by a square bronze 
block, pivoted at the center of the tube, 
which rides up and down between two 
steel guides bolted to the front face of the 
differential housing. Since the geometry 
of the trailing arms is such that the 
axle moves forward as it goes up or 
down from its static position, the steel 
guide plates have a slight curvature to ac- 
commodate this. 

A transverse leaf spring is used at the 
back, high above the hubs and connected 
to them by forged shackles. Mounting the 
spring between two wide-spaced pairs of 
rollers has an interesting effect on its roll 
stiffness. In straight running and _ accel- 
eration out of corners the Maser rear end 
is very flexible and squats right down 
under power. In a corner, though, the 
action of the spring between the rollers 
increases the roll stiffness considerably, 
allowing the tail to be easily broken 
loose for modern drifting, sliding driving 
methods. This way, though, it doesn’t en- 
tail a sacrifice in directional stability on 
the straight, which is enhanced by the 
high polar moment of inertia induced by 
mounting the gearbox in the back. 

Front suspension on this rapid sports 
car is identical to that used in the pro- 
duction 250F GP cars, and is similar in 
layout to Maserati front ends dating back 
to 1953. It uses an uncomplicated and 
beautifully finished coil-and- wishbone 
assembly, the top forged wishbone being 
somewhat shorter than that at the bot- 
tom. The small-diameter coil is actuated 
by a pivoted pad on the bottom wishbone, 
encloses the rubber bump stops, and is 
anchored at the top against the fabricated 
box member from which all the arms are 
pivoted. Crossing the frame above the top 
wishbone, an anti-roll bar is connected to 
the bottom suspension arms by two long 
rubber-bushed links. Shocks are rotary- 


continued on next page 
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Complete Parts Service for: 


MG* « MORRIS MINOR 1000* 
AUSTIN* « AUSTIN HEALEY* 
MAGNETTE* + ROLLS-ROYCE 
BENTLEY + RENAULT « JAGUAR 
HILLMAN + SUNBEAM 


*P.S.: S. H. Arnott Inc. has just been 
appointed official engine rebuilding 
agency for all British Motor Corp. Cars. 





S.H.ARNOLT INC. 
CHICAGO SALONS: 
153 East Ohio Street - 5840 North Broadway 


PARTS AND SERVICE CENTER: 
2120 North Lincoln 




















Whats our Line... 
SERVICE 2? 
Ves Indeed! 


THOROUGHBRED provides the finest 
imported car service in the southwest! 
And . . . the most reasonable. 

How come? Easy . . . the large volume 
we enjoy in Service AND Sales enables 
us to offer the best of facilities to our 
customers, Try us . . . you'll see! 


SERVICE—guaranteed repairs 
SERVICE—best trades 
SERVICE——THE best cars 
. . and another REAL SERVICE 
BANK FINANCING 


PLEASE ALLOW US TO BE OF SERVICE 
TO YOU SOON AT OUR NEW LOCATION 


820 N. Broadway * Oklahoma City 


CAR /CCMPANY 


DEALER FOR— JAGUAR, MG, MORRIS, 
ROLLS ROYCE, AUSTIN-HEALEY, MERCEDES- 
BENZ, ALFA-ROMEO, PORSCHE, and DKW. 











FOR TRAVELERS 
ATTUNED 
TO THE FINEST 





by Becker 
The FINE CAR Radio 


This imported FM-AM short wave precision 
radio is not an off-brand or re-named — 

it carries the BECKER name! Possesses 
high fidelity sound so true you'll marvel 

. . West-German construction so 
superb that it is standard equipment in 

the Mercedes-Benz. 

Custom installations available for the 

Volkswagen, DKW, Borgward and others. 


Volkswagen dealers are invited to call 
their distributors or write direct. 


Sole Tmporters 
WITTE IMPORT DISTRIBUTORS 


125 South 16th Street ¢ Philadelphia 2, Pa. 
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DON’T GET CAUGHT with your 


RESERVE DOWN, install a 
RESERVE REMINDER 
on your V-W now. 

$3.95 complete 


Kit includes light switch and directions 
5 Minute Installation © Money-Back Guarantee 
At Your Dealers or Order Direct 


AUTOHAUS ACCESSORIES 
P. O. BOX 41, MADISON 1, WISC. 














Frank Millard Sport Cars 


15531 Ventura Blvd. 
Encino, California — Phone State 9-6176 


MERCEDES BENZ — MORRIS 
BORGWARD — JAGUAR 
MG — ALFA ROMEO 
AUSTIN — AC ACE 


“Where the stars buy their cars.” 
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QUALITY PISTONS 


The nation’s oldest 
and foremost manufacturer of 
custom and stock aluminum 

racing pistons 


ALL TYPES — ALL SIZES 
Write for FREE literature 


Factory: 2662 Lacy St. | Dept. $ | CApitol 
Calif. 55-8177 


Los Angeles 31, 






















SPARE PARTS TRAVEL KIT 


by HANNIBAL will get you going 
emergency breakdown cases. 


in 90% of 
Basic and deluxe 


versions for all foreign cars. Also quality acces- 


sories at lowest prices. 


Special discounts. Write 


for free price lists (identify car). 


250 


HANNIBAL SALES CO. 











West 57th St. Rm. 2414 New York, N.Y. | 
SPORTS-GLAS BODY $295 | 





EASILY BOLTS-ON a e. 

YOUR CHASSIS!... f , ” 
(See COLLIER’S Sept. 14) i » 

Beautiful FIBREGLASS gives sports car 

@ = styling and performance at FRACTION OF USUAL COST! 

$295 SABRE—fits Crosley, Fiat or any 78-82" Wb. _ INFORMATION 

$495 SPEEDSTER fits Ford, Chev, Jag & all 90-104” Wh. H Cee ie 

ALMQUIST ENG. © DEPT.SCIS7 * MILFORD, PA. 
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RALLY EQUIPMENT 
new accurate, legible 6” 
c pr binary-type computer 
for Sports-Car Rallyes, $7.50, 
. in handsome glove-leather case, 
$8.50. 
Stop Watch Holders: One piece 
black anodized aluminum 
$2.50. California add sales tax 
Write us today. 
STEVENS ENGINEERING CO. (Dept. S$) 
2421 Military Ave., W. Los Angeles 64, Calif. 
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type Houdaille here too. 

At the outer wishbone ends are conven- 
tional bushings—no ball joints—and a 
short, angled king pin is used. The forged 
steering arms extend forward and are 
joined by a threepiece track rod system 
with the steering box on the right and an 
idler arm on the left. 

Holding all these suspension goodies to- 
gether is a husky big-tube frame which 
seems to undergo design changes every 
time a new size of stock arrives on the 
premises. Basic network is a low platform 
welded up of oval tubing: Two of these 
run wide at each side and taper in to 
the respective suspensions, and two more 
run closer down the middle for engine 
support and added stiffness. Great big 
round cross tubes are fitted just behind 
and forward of the seats, and up front 
connecting the suspension boxes. 

Similarity between GP and sports Masers 
is again indicated by the brakes, which 
share many design features and many 
parts as well. The 300S units are heavier 
if anything for more arduous long-distance 


racing.. 
In Maserati tradition the drums are 
large in diameter but narrow, and have 


a centrifugal air pump system cast into 
their outer face and covered by a pressed 
alloy plate. We have covered details of 
this before (SCI, April, 1957) with re- 
spect to the Grand Prix car. Drum con- 
struction is predominantly light alloy with 
steel liners pressed into place and then 
riveted to hold. 

Separate master cylinders are used for 
the front and rear systems with braking 
effort being proportioned 60/40 front/rear. 
Pedal layout on these cars is now pretty 
standard with right-hand throttle—cater- 
ing to Stirling Moss and those valuable 
American customers—standard clutch and 
brake plus a “dead pedal” at the left to 
give the driver something to brace him- 
self against. There isn’t any standard in- 
terior layout, but the round-knobbed gear 
lever with its compact gate and reverse 
latch-out is placed at the left hand. (It 
was on the right in the Supercortemaggiore 
experimental car.) Usual dials are a big 
tach plus oil pressure and water tempera- 
ture. Fuse and junction boxes are out in 
the open at the left and small toggles are 
scattered under the wheel. It’s all for go, 
not show, right down to the taped-on 
sponge rubber padding to cushion and pro. 
tect driver shins and fingers. 


Unlike Ferrari, Maserati builds all their 
own competition bodies, and they do a 
very nice job indeed. This 300S in particu- 
lar is just about everybody’s idea of what 
a sports car should look like, and has been 
changed only in detail since its introduc- 
tion. Major change has been at the front 
end. Early cars had a neat but short snout, 
with brake ducts hidden inside the grille, 
while the latest versions have longer noses 
for better penetration and radiator air 
flow. Brake air openings are now in the 
open between headlight and_ radiator 


scoop. Also, the first cars had simple vents 
at the side for the engine room heat. Later 
factory cars and current production ver- 
sions have shiny grille bars, while the 
factory cars now have smaller gill-like 
louvers both here and at the sides of the 
tail. There are no aerodynamicists on the 
Maserati staff, but they have a keen eye 
for such matters and produce exception- 
ally clean looking machinery. 

That’s about the size of the three-liter 
Maserati—what it is and how it got that 
way. During 1957 the new 4.5 will probably 
steal most of the glory in the big races, 
but in smaller events and in backing-up 
roles the 300S must still be reckoned with. 
Its power plant is near the end of its 
string as a sports unit now, unless the 
direct fuel injection rig is perfected and 
bolted on, but there are two more engines 
waiting in the wings. One is Maser’s new 
3.5 unit with a bottom end similar to the 
300S but with a new head incorporating 
chain-driven cams. This is used in a tour- 
ing car now with a wet sump. The other 
candidate is Alfieri’s pride, the new 2.5 
liter GP V12, which could be enlarged 
to three liters or possibly to three and a 
half if it turns out well, and would fit 
right into this chassis. The Orsis have 
seen to it that there’s no shortage of ideas 
at the rejuvenated Maserati plant. This 
300S is road-eating proof. 

—Karl Ludvigsen 








VOLKSWAGEN roaD 
EMERGENCY KIT 








Here’s insurance against trouble anywhere, 


anytime. Kit includes: Distributor points, rotor, 
cap brush, condenser, generator brushes and 2 
spare fuses plus original VW wiring diagram. 
Complete kit $4.95 ppd. Kit plus 4 Bosch spark 
plugs $8.50 ppd. Send year and mocel, 
no COD’s. 


please 








Hq. for German 
Bosch electrical 
equipment 


2600S W. VERNON AVE., LOS ANGELES 8, CALIF. 

















INSIST ON THE ORIGINAL OILCOIL 


= in England’ for ali 
ears. Insulated and cooled 
by oll. Much higher voltage 

for present day high com- 
pression engines. Over half 

a million in use. 

> Send for os Oe booklet 
[6 or 12 VOLT 9.95 ppd. 
DON RAND CO., 14551 Margate, Van seer, Calif. 




















RATE: 25¢ 
ber 


r word. Minimum 10 words. Octo- 
issue close July 12th. Send orders and 
remittance to: SPORTS CAR — RATED, 
366 Madison Avenue, N. Y. C. 





FOR SALE 


BUILD Your Own Supercharger — Complete 
plans and instructions, BI. 00. Alanne Products, 
Box 135, Watertown 2, Conn. 


JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust "Tubing Permanent replacement 
between exhaust pipe and muffler. Complete 
with heavy-duty clamps. Healey $5.50, Jaguar 
$5.95 (modified requires two) postpaid. Quan- 
tity inquiries invited from ‘i 7am ileo, P.O. 
Box 1128-S, Rochester 3, N. 

BRITISH ‘“‘Apollo’’ Car os $1.75; Anti- 
septic Waterless Hand Cleaner In Handy Tube 
50¢. Combination package of both $2.00. Bob 














Horswell, Imports, Jermyn, Pennsylvania. 
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‘“‘HELP Stamp Out Sports Cars.’’ This Jocular 
Decal for your windows. Spoofs Detroit Dinosaur 
Drivers. Handsome Decal, Not A Sticker. De- 
livered Air Mail $1.00 Each. Sports Car Bazaar, 
6019—44th N.E., Seattle 15, Washington. 


V-W OWNERS Handbook 144 pages. 150 photos, 
charts, drawings. Full details repairing, mainte- 
nance. Every owner & enthusiast needs this fabu- 
lous authentic book covering all models. Just 
published. $2.00 Postpaid. Floyd Clymer, Dept. 
SCI 1268 So. Alvarado, Los Angeles, Cal. 
MAGNIFICENT full  esler prints. World Fa- 
mous Sports Cars, 6 large 12 x 14” suitable for 
framing, value over $12, only $1.50 postpaid. 
Borden Publishing Company, 3077 Wabash Ave., 
Los Angeles 63, California. 

MERCEDES-Benz 300 SL—Will sell $1000.00 
deposit for $500.00. M. G. Carry, Sweet Road, 
East Aurora, N. Y. 

SPORTS Car Sketches—8 x 16 pen & ink draw- 
ings—300SL, Ferrari, D-Jag, XK140, AH100S, 
rR-3, Porsche, VW, MG-TC-D-F-A—Complete 
set of 12 prints $5.00, any 4 $2.00 No. C.O.D.’s— 
Ed Wood—8310 Hood Drive, Richmond, Va. 
VOLKSWAGEN Owners. Service Manuals. Com- 
prehensive Illustrated. Air-Mail $5.00 or U. S. 
Postal Money Order for quicker delivery to, 
Buckman, 49 Waiatarua Rd., Remuera, Auck- 
land, New Zealand. 


‘51 M. G. TD crankshaft—used, $30.00. BE. F. 
Kilboy, 10839 Forest Ave. Chicago 28, Ill. 


COLLECTOR’S item. _Only seven | of these cars 
in U.S.A. Learn to enjoy life again in this open 
family car. MG-Series Y Convertible Tourer! 
Richard Wagner, 1420 Sunny Crest Dr. Fuller- 
ton, California. 


SPORTS Car. Build your own from Crosley 
Parts! Competition (Class **H’’) or Street Use. 
Free Literature. ‘‘Jabro’’ SCI #1 Sunnymead 
Lane St. Louis 24, Mo. 

COLLECTOR’S Item—Classic 1536 MGTA 
Good condition. Cash or exchange late model 
MG. NYC CO. 7-9362 or Box 102. 


SPORTS Cars wire wheel cleaning outfit $8.00; 
Chrome cigaret lighter $4.00; Altimeter Self- 
contained 34%” Luminous $7.00; Nylon Flying 
suits full zipper 16 ounces 8 pockets green sizes 
36, 38, 40, 42, 46 $13.95. Fine for racing; Ac- 
celerometer self contained $4.00 8 day aircraft 
clock sweep second hand 17 jewels fits 214” dash 
cutout Luminous $30.00; Seat belts $3.00, $7.50 
$8.50; Shoulder Harness $6.95: Bob McCall 
4419 W. 28th St. Indianapolis 24, Ind. 


1 ONLY new Lucas Laystall High Compression 
Head for M.G.T.F. 1500—$175.00. 3 only ex- 
haust headers for Austin-Healey up to ‘56— 
$79.50. Write to Motorsport Accessories, 98 Pine 
Lawn Ave. London, Ontario, Canada. 


AUTOMOTIVE EQUIPMENT 


THE Truth about Speed-Power-Mileage Equip- 
ment. Free Catalog. Write! Almquist Engineer- 
ing. Milford SC2, Pennsylvania. 


PHENOMENAL Gasoline Mileage. Easy home 
medifications. Supplies—parts available every- 
where. mplete worki instructions $1.00 
Charles Lewis Hall iepulbede. California. 


SPORTS CAR BODIES 


FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, etc. — $295. Jaguar, Ford, Chev. 
etc. — $495. Free Brochure. Almquist Engineer 
ing, Milford SC4, Pennsylvania. 


MISCELLANEOUS 


BINOCULARS repaired, all makes and models 
Authorized Bausch & Lomb, Zeiss, Hensoldt, 
and Bushnell dealer. Tele-Optics, 5514 Lawrence, 
Chicago 30, Illinois. 


NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF, 
Alvis, Anglia, Austin, Healey, Consul, Hillman, 
Jowett, Morris, Renault, Rover, Singer, Sun 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman Way Auto Wreckers, 12643 
- el No. Sisllywoed, Calif. Po-50360, 
t 


HIGH Paying Jobs: Foreign, USA. All trades. 
Travel paid. Information. Application forms 
Write Dept. 22K National, 1020 Broad, New 
ark, New Jersey 

748 CC SPECIAL—H.M. Class winner at recent 
New Smyrna Beach 2 firsts. Buca Raton, HM. 
First Sebring—3 hour race, Ist in Class ‘‘HM’”’ 
Charles Brecht 517 No. Dixie. West Palm 
Beach, Fla. 


RARE and unusual photographs of ~ Pre-War, 
Grand-Prix Auto Races; 11” x 14”—Double 
Weight, Glossy. Suitable for Framing or mount- 
ing. Limited offer—12 for $15.00 Postpaid. List— 
25 cents each .. . A. Ward Shanen., 2444 South 
Orkney Street. Philadelphia. 48. Pennsylvania 


















































































$208 Monthly Possible, ‘Sewing Babywear! No 
house selling! Send stamped, addressed envelope. 
Babygay, Warsaw 76, Indiana. 














Duesenberg 


(Continued from page 41) 
over the years it was impossible to salvage 
any of it. Thus, work got underway by 
constantly referring to several blown-up 
photographs of the car at Le Mans and 
putting in many hours of hammering. 

The original body had been made in the 
days before Dzus fasteners, subsequently it 
was all in one piece and lifted on or off 
the chassis as a unit. This may have been 
great for looks, but it certainly gave the 
two men fits when it came to getting at 
some of the inside anchor points. 

The steering gear had been altered in a 
minor manner to run through a hole cut 
in the side of the frame rail. However, 
authenticity demanded the steering be 
moved to the top of the rail and the hole 
welded shut. The channel formers for the 
cowl were rejuvenated, rather than make 
new ones, and brackets made to hold the 
two cockpit seats in a staggered position. 

Linkage, consisting of an emergency 
brake lever on the side of the transmission 
and interconnecting rods, was formed to 
actuate the brake band on the propeller 
shaft. At the forward end of the shaft, ex- 
amination revealed a universal joint known 
as the thermoid type. This particular joint 
was conceived by bolting three circular 
plates made from heavy belting into a 
single composite piece. As the rear axle 
moved up and down, the belting would 
flex in order to relieve the stress loads at 
the juncture point between the transmis- 
sion output shaft and the propeller shaft. 

When restoration got to the brakes, trou- 
bles in large quantities popped up to con- 
front the project. It was possible to make 
the backing plates for the drums and to 
make the missing hydraulic lines, but the 
wheel cylinders for the front wheel brakes 
posed some problems all their own. 

The brake set up, originally conceived by 
Wagner Corp., consisted of vertical wheel 
cylinders mounted on top of the king pins. 
Pressure from the master cylinder in the 
cockpit carried fluid through lines: located 
in the tubular axle up through the hollow 
king pins into these cylinders. Braking ac- 
tion basically was the same as in current 
hydraulics, except the vertical linkage 
pushed upwards instead of sideways to 
press the lining against the drum’s inner 
surface. 

Somewhere in the life of the car it came 
into contact with a character whose ver- 
satility with a hacksaw has been unsur- 
passed in the annals of modern industrial 
science. The vertical cylinders were sawed 
off the tops of the pins, thus ruining the 
first adaptation ever made of four wheel 
hydraulic brakes to a race car. Wagner 
Corp. took over the task of restoring this 
portion of the automobile by digging up 
its old blueprints and duplicating the or- 
iginal cylinders. 

These brakes on the machine played one 
of the most important roles in providing 
victory for the Duesenberg team. Once the 
race was underway, Murphy began show- 
ing what a difference four wheel hydrau- 
lics make in road racing. The Europeans 
would steam down the straightaways as 
far as they dared and then back off to 

continued on next page 














The Country's 

Largest 
Ob BE Supplier of— 
Division of Brigham-St. John, Inc. 


FOREIGN & SPORTS CAR 
Parts and Accessories 


WIND 
WINGS 


Plate 
SUN 
VISORS 


Thick plastic wings will not interfere with side 
curtains or top. May be attached without drill- 
ing holes. Fittings are solid brass, machined. 
Austin-Healey, Jaguar, Mercedes-Benz, 

Nash Metropolitan 0.0.0.2... $19.95 pr. 
MG, Triumph TR2, TRS .............:cccc000 16.95 pr. 


Visors are made of polarized plastic. Machined, 
solid brass fittings; triple chrome plated. No 
holes to drill. 

MG, Triumph TR2, TR3, Each...................... 





Made of sturdy, tubular steel, triple chrome 
plated for weather-proof wear. Cleverly de- 
signed fittings simplify installation. 


MGA, Austin-Healey, Jaguar, 
Triumph TR2, TR3, Thunderbird................ $39.95 


GRILLE 
GUARD 
FOR 
“MGA” 


Curved solid steel bar is machined fiat to fit 
spring steel support bracket. Brackets are 
sturdy, one piece construction. Fits onto exist- 
ing bolt in frame. Simple to install, no holes 
to drill. Complete with instructions. Triple 
chrome plated for weather-proof wear....$29.95 





DeLUXE 
SPORTS 
CAR 
KEY 
CHAINS 











Reflects pride of ownership. Keys and chains 
are 18 karat gold plated with lustrous baked 
enamel sigs. For MG, Jaguar, Volkswagen. Spe- 
cify number on your ignition key when ordering. 
AEE eee $1.00 
Se ny nick inp nicnsisicckctnsipihintstessbscicenbats 1.50 


DRIVING GLOVES Men—Women 


Luxurious, high quality kid. 

Made in Germany. Ribbed 

palm, perforated back. 

Choice of tan or biack. Half 

sizes for women from 6 to 

9 . . for men from 8 to 12. 
$5.95 pair 


Racing Gear, RALLY, LUCAS, Etc. 


Send for hie, illustrated 
96 page catalog. Complete 
listing on parts and equip. 

Only $1.00 
(Refundable in full with 
first purchase) 
















7715 Melrose Ave., 
Los Angeles 46, Calif. 


Division of BRIGHAM - ST. JOHN, Inc. 
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SPORTS CARS ILLUSTRATED 


JULY ’57 








JAG OWNERS 
Dress up your coupe or roadster with Le Mans 
handmade engine turned stainless steel thresh- 
old covers. Five minute installation. Shipped 
prepaid in USA. $25.00 per set. No COD’s. 
Write for free list of items for MG, Jag, VW, etc. 

ERNIE HANELINE 

Box 141, Sunset Beach, California 


TONNEAU COVERS 


* Corvette * Thunderbird 

















® Mercedes 190 SL * Porsche * Alfa Romeo 
*MG °* Jag and most popular sports cars 
* Late model American convertibles 


¢ Highest Quality © Custom Styling 


ROBBINS AUTO TOP COMPANY 
1453 Lincoln Bivd. S-6 
Santa Monica, Calif. Ph. EXbrook 5-9174 





















M G—TD-—TF WINDWINGS 
Reg. $14.95 Finest quality, pre- 
cision made. Special $9.95 pair. 





CHAMOIS from England $1.49, 





NEUTRA ROD. Hooks on radiator cap, neutra- 
lizer removes scale, rust 100% better than 
liquid solvents. Keeps radiator cleeean!—fits all 
cars. $1.95 ea. 


———e= FREE CATALOG ON REQUEST 
Calif. people please add 4% sales tax 


Concourse— P. O. Box 1186 
Dept. A-4 Sherman Oaks, Calif. 














Specialists in Service for 
Jaguar - MG & Austin-Healey 
Now Specializing in 
LANCIA 


OSSIE & REG 


2800 So. Crenshaw, Los Angeles 
RE. 2-0470 

















MOTOROLA RADIO 


COMPLETE ae wea KITS 


MGA-VW-190SL *59%° 
AND OTHERS 
SPORT CAR RADIO CO. 


3717 NESBITT DR., N.E. 
ATLANTA 19, GA. - ME 4-5204 











INTERNATIONAL DRIVING PLATES 


Autaant, Imported International Vehicle Identifica- 
tion. Solid aluminum—black 
letters on white background. 
Letter ““D’’ signifying West 
Germany also available—im- 
mediate delivery $2 each— 
2 for $3 postpaid. Money 
back guarantee. Send cash, 
check or money order to: 


CONTINENTAL TAGS, 22 Chester Dr., Yonkers, N. Y. 
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Duesenberg 
continued from preceding page 


coast into the approach area of a corner. 
Each time they lifted they promptly found 
themselves staring at the bobbing white 
tail of the Deusy as Murphy roared past 
to go deep into a corner before getting off 
the power and cramming his foot on to the 
brake pedal. 

As a result of these driving tactics, he 
snagged the lead on the fifth lap of the 
10.7-mile course, lost it on the 11th when 
he pitted, and regained it on lap 18 for the 
final time. He ran the 321.78-mile race in 
4:7:11 to establish a 30-lap record. To top 
off this performance, he set a course record 
of seven minutes 32 seconds for the seventh 
lap. Other Duesenberg finishers were Andre 
Dubonnet, who ended in fourth slot, and 
Albert Guyot who finished sixth. 

The race itself was a battle between the 
pain from taped ribs acquired in a crackup 
during practice and some of the European 
drivers who gave Murphy a hard time. He 
credited the English drivers with great 
sportsmanship. If he came up to pass, 
they would swing over and give him racing 
room. The Italians were tough, but it was 
possible to get by them. The French, 
though, were the particular target of the 
Irish chauffeur’s ire because of their con- 
tinual disregard of an approaching faster 
car and their insistence on running in the 
middle of the narrow roads. 

Coupled with a rhubarb at the victory 
dinner over first toasting another driver in- 
stead of the winner, these acts left a sour 
taste in Murphy’s mouth concerning Eur- 
opean methods. The heat over an Amer- 
ican showing everybody the short way 
home finally did abate, however, and he 
later went to Paris to be accorded appro- 
priate honors at a second dinner commem- 
orating the event. 

To find an automobile with a_back- 
ground such as this one is alimost like find- 
ing a second Kohinoor diamond, and the 
people who contributed in some manner 
or other to achieve the finished product 
are legion. Harry Hartz, who drove one of 
the Le Mans Duesenbergs to second place 
in the 1922 “500”, kept constant check on 
the work. While Mrs. August Duesenberg, 
widow of the great car builder, supplied 
valuable information and photographs of 
the machines taken when they were com- 
peting in France. 

Big industrial concerns like the Fire- 
stone Tire and Rubber Co., Delco Division 
of General Motors, and Federal-Mogul 
Corp., took an active interest in the pro- 
ceedings by manufacturing some of the 
fundamental accessories needed to return 
the car to its completed state. Firestone 
entered into the picture by creating new 
tires and Rudge-Whitworth type spoke 
wheels. Delco Division reconstructed the 
distributor they built for the automobile 
back in 1921. And Federal-Mogul supplied 
the babbitt for the main bearings and rods. 

From a French village inn’s stable garage 
to an important position in automotive his- 
tory is a long trip. But this particular race 
car made it. Today the machine stands as 
a fitting tribute to the pioneer brothers 
who met the best the world had to offer. 

--George Moore 


PRINTED IN U.S.A. 





Golden Hawk 


(Continued from page 21) 


The self-centering, self-energizing Wag 
ner Lockheed brakes were efficient, but re 
cuired too much pedal pressure for then 
to be applied instantly when needed. A 
power boost would have been a little les: 
exerting. Drums are ribbed for cooling 
and the division of braking power is 62 
percent front and 38 percent rear. In the 
ten successive stops, we found them effec 
tive, with a tendency for the rear brakes 
to lock. 

The instrument panel consisted of 4 
tach, speedometer, oil pressure gauge 
ammeter, manifold vacuum and pressure 
gauge, and fuel gauge, all grouped neatly 
in front of the driver. Placement of the 
instrument board, however, was found to 
be low when quick readings at high 
speeds were necessary. Below the gauges 
are the smaller controls for lights and 
other accessories. These switches are posi- 
tive toggles with the feel of quality asso. 
ciated with the controls of an expensive 
hi-fi set. 

Exit and entrance to the car is an 
effortless maneuver. Seats are firm, border 
ing on hard, and the driver's position 
after seat adjustment is good. Passengers 
and driver sit high, giving a line of sight 
well over the dashboard. Some of us found 
the wheel a little close in, sitting on the 
lap, but then again some of us found it 
quite comfortable, depending on _ leg 
length. Seats made as one piece offer no 
lateral support whatever. Arm and shoul. 
der room is good, and the car should be 
a pleasure on long journeys. You can heel. 
and.toe the brake and throttle on one 
side, and clutch and windshield washe1 
on the other! There was ample leg room 
for the longest of us. 


Back on April 15 Curtiss-Wright reached 
an agreement with Daimler-Benz on inter. 
changes of certain design rights, including 
the bodywork and swing axles of Mercedes 
cars. Studebaker-Packard has first call on 
these concepts plus actyal use of segments 
of the Mercedes design staff, not except 
ing Neubauer and the racing personnel 
(As predicted in SCI, September, 1956. 

We can then expect to find many use 
ful items like low-pivot swing axles and 
Bosch fuel injection systems in the Stude 
baker of the future, and the Packard 
Hawk soon to be introduced should be 
yet another cut above that. Emphasis is 
and will continue to be on production in 
small numbers and high quality fo. 
clearly-defined markets, with a new econ 
omy car to be brought in below the 
Stude and the Mercedes-Benz line to be a 
new prestige item for 2400 Stu-Pa 
dealers. It’s a sweeping, imaginative anc 
exciting program. The '57 Golden Hawk 
is a very good road car, making som 
compromises in interior room and com 
fort for the sake of exceptional perform 
ance, but the ’58 and '59 versions will fin 
us crouched in traditional Le Mans posi 
tion awaiting a dash for the wheel. 

—Albert Prokoj 













The 


DISTRIBUTED By: 


S$. H. ARNOLT, INC. 
4|5 East Erie Street, Chicago, Illinois 


ART’S SPORTS & UTILITY MOTORS 
7814 Wornall Road, Kansas City 14, Missouri 


BRITISH AUTO PARTS 

530 Golden Gate Ave., San Francisco, Calif. 
47-19 34th Ave., Long Island City 3, N. Y. 
605 East Pike St., Seattle 2, Wash. 


BRUNDAGE MOTORS 
738 Spring Street, N.W., Atlanta, Georgia 
10 S. Royal Poinciana Bivd., Miami Springs, Florida 


FALVEY MOTOR SALES CO. 
22600 Woodward Ave., Detroit, Michigan 


For peak performance from your 


—-oOors 


Masterpiece in Oils 


GLOBE AUTOMOTIVE IMPORTS INC. 
151 Ward St., Montgomery, New York 


HADDON & WILLIAMS INC. 

815-817 South 53rd St., Philadelphia 43, Penna. 
IDEAL MOTOR PRODUCTS CO. 

1741 Massachusetts Ave., Cambridge, Mass 


IMPERIAL MOTORS OF 

NORTH CAROLINA 

621 W. Morehead St., Charlotte 8, North Carolina 
MANHATTAN AUTO INC. 

80th, 7th & R Sts., Washington, D. C. 


JACK McAFEE MOTORS 
13323 Ventura Blvd., Sherman Oaks, Calif. 


Dealer inquiries invited 


waxerieco 


NEMITH AUTO COMPANY 
OF LATHAM, INC. 
Route 9, Latham, New York 


NIAGARA LUBRICANT COMPANY INC. 
103-105 Manitoba Street, Buffalo 6, New York 


SIMMS-MARTIN, INC. 
Saylorsburg, Penna. 


SOMMER DISTRIBUTING 
322 Westland Ave. N. E., Massillon, Ohio 


SUBURBAN AUTOMOTIVE CO. 
Raritan Rd. & Walnut Ave., Cranford, N. J. 


CASTROL OILS, Incorporated 


75 West Street, New York 6, N. Y. 


..-A Division of the Wakefield Group... 


en 


2 





JAGUAR 


THE NEW THREE-POINT-FOUR 5S PASSENGER SEDAN 


| 


The Three-Point-Four sedan is the most versatile Jaguarevérbume. | 

It brings together without compromise the sureness of response =3ya% 

and the precise handling of the true sports car with the comforts amt 
conveniences of a four-door family sedan. It is powered by the latest’ = 
version of the famous “XK” engine developing 210 horsepower and t= 
is capable of safe speeds in excess of 120 M.P.H. Automatic 
transmission featuring a finger-tip control by which intermediate gear 
may be held indefinitely is standard equipment. Four-speed manual 

shift is also available. Now on display at your Jaguar Dealer’s or write 


Jaguar Cars North American Corporation, 32 East 57th Street, 
New York 22, New York. 














